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Prompt Report of the 
= Convention Assured 


LTHOUGH the convention this year will be held one 
thousand miles from New York and the sessions of 
the affiliated associations will not be finished until late 
Thursday afternoon, the Electric Railway Journal ex- 
‘pects to publish its first report number on Saturday, 
Oct. 7. This number will contain a report of all the 
meetings of the American, Transportation & Traffic 
and Engineering associations, including in the report of 
| the Engineering Association the joint meeting of the 
Engineering and Accountants’ ‘associations. The report 
of the Accountants’ meetings, it is expected, will be pub- 
lished in the issue of Oct. 14 and that of the Claims 
Association in the issue of Oct. 21. This division is to 
be adopted because of the large amount of material 
~ which has to be published. 
As in former years, a verbatim report of the meetings 
or the publication of the reports and addresses will not 
_ be attempted. Those who need the full report of these 
_ meetings will be able to find it in the proceedings of the 
various associations when published. The reports in 
this paper should, however, give to the reader a clear 
_ idea of the important matters taken up at the Chicago 
convention, both in the formal addresses and reports 
and in the discussion which takes place on the floor. 
This paper acknowledges the assistance which it has 
_ received from many sources in preparing for its report 
issue. A large number of those who expect to present 
reports or addresses at Chicago have furnished advance 
_Material. The assistance of the executive secretary of 
_ the association and his staff is also acknowledged. 
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_ Advance Distribution of 
Convention Reports Can Be Overdone 


TERETOFORE the American Association has been 
lavish in the distribution of advance copies of 
papers and committee reports. This was done in the 
ope (a partly vain one) that the pamphlets would 
be carefully read in advance. The practice was, 
theoretically, commendable, but practically its efficiency 
was low. With all the coaxing that could be done it 
was difficult to get “copy” for these advance publica- 
tions until perilously near convention time; thus the 
packages arrived at the offices of busy executives just 
when they were trying to clear their desks for a few 
days absence. With two or three reports in which they 
were individually interested came many for which they 
did not care a rap. 

_ This year every one who wanted advance copies got 
them by the simple expedient of asking for them. The 
engineers received all of their technical committee 
eerie, anyway, because these consisted largely of 


be taken up in detail at the meeting. Votes, to he 


intelligent, must be based on information, hence the 


wisdom of this particular distribution. Of course, all 
persons invited in advance to take part in discussion 
also received advance copies. It would appear, then, 
that the attendants at the convention will be as well 
prepared as ever to discuss topics on the program and, 
judging by the splendid work done by the committees, 
the discussion ought to be a huge success. A lively 
discussion not only “heartens” a committee, but brings 
out practical information in support or rebuttal. 


Detroit Municipal Discovers Way of 
Reducing Operating Expenses 


NE of the advantages claimed for municipal owner-— 

ship and operation of street railways is that funds 
for their capital account can be borrowed at lower rates 
than if the enterprise were owned by individuals. 
Thereby, the advocates of municipal ownership point 
out, an immediate saving is secured in the overhead 
charges. Of course, broadly speaking there is no saving 
in this ability to use public credit to conduct a business 
enterprise. Municipal bonds sell at a lower interest 
rate than bonds of private corporations for two reasons 
only. One is that their principal and interest are ex- 
empt from taxation. The other is that taxation can be 
depended on to make up a deficiency in earnings if any 
should exist. Neither of these has any real economic 
merit because the burden is shifted, not removed. Free- 
dom from taxation simply means that taxes have been 
taken from one enterprise to be laid on another, while 
the presence of public credit in a municipal project is 
an added burden to the citizens and may often be quite 
costly to those who pay taxes. 

Reports from Detroit this week indicate that still an- 
other short road to a favorable income account for the 
municipal railway there has been discovered. This is 
to transfer to the city the cost of constructing and 
maintaining pavement between the car tracks that was 
formerly paid by the railway company. Mayor Couzens 
has recommended this to the Council, which has approved 
it, and it will now be placed before the voters as a char- 
ter amendment at the November election. The state- 
ment is made in Detroit that this will save the munici- 
pal street railway system several millions annually. It 
is rather amusing to note that in advocating this plan 
in his message to the Council, the Mayor points out that 
the former method was an inheritance from the horse 
car days, when the horses wore out the pavement, but 
at present it makes no difference to the car rider whether 
there is any pavement between the tracks or not. 

Now this may be a very good reason why the city 
should relieve the railway system of the paving burden, 
and there may be other reasons, but would this amend- 
ment have been indorsed by the Mayor and Council and 
submitted to the voters if the Detroit United Railway 
was still operating the line and put forward these same 
arguments? 


More Speed—More Economy— 
More Revenue 

N MANY of the smaller cities it is our observation 

that the street railways are suffering from needlessly 
slow schedules. There is about the entire operation an 
attitude of leisureliness that in the aggregate makes a 
very expensive operation and one that not only does not 
attract patronage but actually inspires disgust with the 
service. It is obviously such a wasteful practice that it 
is hard to. understand how any management could 
permit the condition to exist. Yet it is not uncom- 
mon. More speed—more snap generally to the serv- 
ice—would mean more car-miles per car-hour. This 
could be translated into fewer platform-hours to pay 
for, or, better, more service with no increase in plat- 
form time. On either basis, that is, more rapid 
service with no change in headway, or more rapid and 
more frequent service, the number of riders carried 
would be practically certain to increase. For in the 
smaller cities so many of the movements of the people 
are within easy walking distance that either infrequent 
or slow service tends to lose many fares that frequent 
and rapid service would secure. It is difficult to find 
any satisfactory explanation why the average miles per 
hour schedule speed should not be as great in the small 
cities as it is in the larger ones, yet the speed in the 
latter is almost invariably higher. The traffic con- 
gestion the smaller company must contend with is less, 
the loading lighter and the number of stops per mile 
fewer. The reason seems to lie in the attitude of mind 
of the management and men—a thing readily improved 
if attention is turned to it. 


Interest in Pulverized Fuel 
Is on the Increase 


SIGNIFICANT development in the power field in 

recent months has been the renewed interest in the 
burning of coal in pulverized form under power plant 
boilers. There are now several systems available for 
this purpose and much credit for their persistence in 
overcoming great obstacles is due the engineers who 
have seen the possibilities of this kind of firing. The 
high prices of coal have forced attention to boiler room 
economies, and, naturally, the first possibility to suggest 
itself is that of increasing furnace efficiency. Adaptation 
of stoker and furnace construction to the kind of fuel 
available is the problem before the combustion engineer. 
This is the foundation of combustion engineering. 

One unsettling feature in this whole situation has 
been the variation in the quality of the coal available for 
a given plant. And at the same-time electric railway 
managers have been looking around to see if cheaper 
grades of coal than their present ones cannot be had. 
These facts, especially the latter, have had the result of 
making easier the securing of orders for pulverized 
fuel equipment. The orders indicate that the hesitancy 
in taking so radical a step as that involved in changing 
to pulverized fuel is passing. This hesitancy has been 
due to the comparative newness of the development, but 
as the working exhibits increase in number engineers 
have an opportunity to do as is their wont, namely, visit 
the plants now operating and study their operation in 
person. The result is one convert after another. 

The present interest in the burning of pulverized fuel 
is due to its novelty. In due course it will find its own 
sphere and will take its place as a possibility whenever 
the layout of a boiler furnace plant is considered. 
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Committees Deserve More 
Thanks than They Usually Get “ 


HOSE railway men who have seen the mass of 

reports issued from the American Association office 
in connection with this year’s convention have some 
concept of the volume of work done by the committees 
during the past year. These committees do an educa- 
tional and professional service for the industry which is 
only dimly visualized by many. They prepare for their 
fellow workers helpful material which would cost large 
sums to get in any other way, and they supplement the 
activities of the technical press in the electric railway 
field. These journals necessarily cover a wide range of 
topics and can give only limited space to details such 
as specifications. There is no limit to the reasonable size 
of the reports and a few always run to considerable size. 
The committeemen form a consulting staff five hundred 
strong. Those who remain at home as well as those who 
attend the convention profit by their labors. 


Plain Span Overhead in 

High-Speed Service 

NE of the interesting things about: the physical 

plant of the Chicago, North Shore & Milwaukee 
Railroad in relation to the remarkable development of 
the business of the company is that the plain span type 
overhead designed for a comparatively slow-speed serv- 
ice is still being used with good success in what has 
come to be very high-speed service. Part of the ability 
to get along under these circumstances is no doubt 
attributable to the development of the sliding shoe 
trolley, which is undoubtedly far superior to the wheel 
for fast train operation from the standpoints of quiet- 
ness within the car, freedom from dewirement and con- 
sequent delay, and wear on the trolley wire and ears. 
But the main lesson to be derived from the experience 
of the North Shore Line is not that direct suspension 
construction has been proved satisfactory, but rather 
that a company can give reliable, popular, high-speed 
service in spite of this handicap. It has been accom- 
plished at the price of persistent and painstaking 
maintenance and inspection. The plain span must be 
kept in a high state of repair. Even so it is not ideal. 
This accounts for the fact that a catenary system will 
probably some day be strung on this line. 


The Toonerville Trolley— 
It Meets All Trains 


Re FOX, with his inimitable humor, has 
made a national character of the skipper and his 
Toonerville trolley. Railway men have not always rel- 
ished the puns upon their kind of service but they have 
had to laugh at the predicaments of the skipper and the 
picturesque postures of the very little car. Too, they 
have sometimes feelingly sympathized with the skipper 
in his adversity. But underneath all the humor, is 
there not a characteristic of the Toonerville service in 
which railway men can take pride and use in countering 
the friend who compares the trolley in real life with 
that in the cartoons? The “Toonerville Trolley” is a 
joke, but don’t forget that “it meets all trains,” for 
that bespeaks the great dependability of the service. 
Whatever other attributes a trolley line may have, lack 
of reliability would be the final censure. But as long 
as the service is ever available and dependable, as that 
Pictured, oblivion is not in the offing for the trolley. 


_ the three-year, 
period, have been varied in design 
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“Conclusion of the discussion begun in last week’s issue on the performance experience with 


successive car designs in Chicago—-The section this week treats of the cars purchased since the 
three-year rehabilitation period ending with 1909, including the near-side cars, trailers and 


one-Man cars 


Developing Chicago’s Street Cars 


By WRAY T. THORN 


Assistant Engineer Cars and Equipment 


Board of Supervising Engineers, Chicago Traction 


HE cars added to the rolling 
; stock equipment of the Chicago 


Surface Lines since the end of 
or rehabilitation 
and equipment. They will be treated 
in the general order in which they 
were acquired as indicated in the 


table published last week with the > 


first half of this article. 

The group of 215 double-truck 
arch-roof cars added in 1912 may be 
subdivided into two groups, one of 
seventy-one cars with an_ over-all 
length of 44 ft., and one of 144 
cars, 45 ft. in length over all, the 
only difference being in length of 
platforms. They were planned in 
general for service on the lighter 
trunk and crosstown lines and there- 
fore were restricted in length to the 
dimensions above stated. These cars 
are interesting because they mark 
the adoption of the arch roof as 
standard car construction for Chi- 


_ cago. 


An attempt was also made for 
the first time to break away from 
the use of four 40-hp. motors when 
equipment of somewhat lesser capac- 
ity would perform the service. Hence 
these cars have four-motor equip- 
ments, each motor rated at 85' hp. 
at 500 volts. They are also the first 
lot of cars to be built in the com- 
panies’ shops since the 1907 or- 
dinances. A plan, elevation and 
section are shown in Fig. 4. 

The arch roof is supported by 
light-weight pressed steel carlines of 
sufficient depth to provide an air 
chamber for use with the motor- 
driven exhaust fan ventilation sys- 
tem, as will be seen from the cross- 
section. The concave-convex car 


_ Sides are again employed with top 


and bottom wood side panels sep- 
arated by a guard rail. The sash in 
these cars are made of brass as it 


‘was then evident that the steel sash 


used previously would not meet ex- 
rectations. While the first cost of 


a 


‘cially planned for these cars. 


the brass sash was rather high, it 
was felt that this would be justified 
by reason of the saving in the cost 
of refinishing at overhauling periods. 
It was planned to let these sash take 
a natural finish, and thereafter no 
more work on them would be neces- 
sary. 


SEAT SPACING AND EQUIPMENT 
OF 1912 Cars 


The sectional plan shows the seat- 
ing arrangement, and it will be noted 
that the cross-seats are placed on 
303-in. centers. This was done to 
provide the required seating capacity 
in the comparatively short car body 
and at the same time allow for a 


was a motor rating 40 hp. at 500 
volts, whether the car weight to be 
handled (less motors) were 15 tons 
or 20 tons. Since these cars were 
to be comparatively light in weight, 
about 18 tons (less motors) as com- 
pared to former cars of about 22 
tons (less motors), it was felt that 


_a motor of somewhat less capacity, 


and therefore lower weight than 
those used on the large cars would 
be suitable. Motors rated at 35 hp. 
each at 500 volts were therefore se- 
cured, or a total of 140 hp. per car, 
which gives substantially the same 
rating in motors per ton of car 
weight for these cars as for the . 
heavy cars. The motors were of the 
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Fig. 4—General drawing 'of the first arch roof cars adopted in Chicago 


generous length of longitudinal seat 
cushions. 

The underframe for these 215 cars 
is of the plate girder type as is 
shown in Fig. 5. 

The motor equipments were spe- 
It was 
desired to obtain a four-motor equip- 
ment which in capacity would be in 


-keeping with the size of the cars. 


Formerly when a four-motor equip- 
ment was selected, practically the 
only. choice for street railway service 


latest interpole ventilated type, and 
bridge control was used. 

These cars have given satisfactory 
results in service but it is felt that 
because of the comparatively small 
platforms, they tend to show up to 
better advantage on lines where the 
traffic is not very heavy. 

During 1911 new developments in 


car design known as the “near-side’’ 
car came out. One of the Chicago 
companies desired to make a 
thorough try-out of the “near-side’’ 


500 


car and the Board of Supervising 
Engineers authorized a trial on a 
scale large enough to equip an entire 
line, as it was not thought a fair 
test to mix new and old types of 
cars on the same route. Accordingly 
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doors are operated by the motorman. 
The conductor is stationed opposite 
the entrance and against the plat- 
form side inclosing structure, and 
his duties are limited practically to 
the collection of fares. 


J af 


|_wacce Se 


Fig. 5—Underframe construction of the 215 cars of 1912 


125 near-side cars were ee es in 
1912. 

These cars mark the introduction 
into Chicago of the maximum trac- 
tion truck,-and also the first lot of 
cars with the entrance as well as exit 
closed when the car is in motion. 
On these cars was also used for the 
first time in Chicago the ramp in 
the car floor, making possible lower 
car steps. An emergency exit door 
at the rear, under the control of the 
conductor, was provided. The wide 
aisle which is possible in a car using 
non-reversible seats is also a notable 
feature. The side sash raise and 
are so designed with the Gothic sash 
resting directly on the bottom sash 
that when the latter is raised it car- 
ries the former up with it. Pro- 
vision is made in the roof structure 
so that both top and bottom side sash 
can be raised up to the level of the 
letterboard, making this a semi-open 
type car. As an additional conveni- 
ence to the public these cars were 
fitted at the front end with special 
route signs of the roller type and 
illuminated at night. The arch roof 
used contributed to the light weight 
of these cars as compared to earlier 
cars. Other reasons for the light 
weight were: One platform only; 
maximum traction trucks; two- 
motor equipment, and _ single-end 
control. 


CARS CONSTRUCTED WITHOUT THE 
CUSTOMARY BULKHEAD 


These cars are also constructed 
without the customary bulkheads so 
that the platform, which is fitted 
with folding doors, closed when the 
car is in motion becomes virtually 
a part of the car-body space. The 
platform folding entrance and exit 


The underframe of these near- 
side cars is of all-steel construction 
with cast-steel body bolsters. The 
design is a combination of girder 
and over-truss type, the overhang 
of the platform being carried 
largely by the over truss. Diag- 
onal bracing is amply provided and 
thoroughly riveted in place. The 
crossings are of lattice bar con- 
struction which permits a somewhat 
stiffer member for equal weight as 
compared to rolled sections. 

These cars have given good serv- 
ice although it is felt that they are 
not quite as efficient in handling 
heavy traffic as the large double-end 
equipment. It appears probable 
that their over-all length approaches 
the limit for practical use for oper- 
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large double-end cars. ~Single-end 
equipment is further handicapped by 
the necessity for loops or wyes at 
terminals. ~ 

In 1913 one of the companies 
added 100 more double-truck double- 
end pay-enter cars to its passenger 
equipment. These cars were con- 
structed with arch roof and equipped 
with maximum traction type trucks. 
A general plan, elevation and section 
are shown in Fig. 6. The seating 
arrangement is somewhat different 
than that used in previous equip- 
ment, the plan being to provide the 
maximum possible seating capacity 
in the car, including the platforms. 
To accomplish this result the plat- 
forms are equipped with seats which 
are folded up out of the way 
in the rear end of the car, The 
platforms are provided with fold- 
ing doors and steps which on the 
rear are manually controlled by the 
conductor. The motorman controls 
the front exit door as on previous 
equipment. 

The arch-roof construction was 
adopted for these cars following its 
successful use on the 215 cars and 
the near-side equipment. The sav- 
ing in weight and the light roof 
made possible by this design were 
strong factors in its continued use. 
To reduce step heights, the car-body 
floor is sloped downward from the 
bolsters to the end sills, saving 
about 3 in. in floor height. The 
slope is at the rate of about 4 in 
to the foot and has been found satis- 
factory in service. 

The cross-section shows the con- 
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Fig. 6—General drawing of the 1913 cars 


ation as a single-end car, because it 
is not always possible to get good 
distribution of the passenger load 
and full use of the carrying capac- 
ity in the peak hours. The time 
for handling passengers also appears 
to be somewhat greater than for the 


cave-convex car side design used 
again in these/\cars, and the wood 
panels are not coveréd’ with steel 
plates. The upper roof structure is 
constructed so that the lower side 
sash of comparatively great height 
can be raised up to the level of the 
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bottom of the upper or Gothic sash. 
This gives a maximum side window 
opening for summer operation. 


200 CARS OF 1913-1914 WERE LARGER 
AND INTRODUCED STRAIGHT SIDES 


By 1918, owing to the increase 
in business, the need of the com- 
panies for additional passenger 
equipment capable of rapidly han- 

_ dling the traffic on heavy lines was 
felt. It was therefore decided to 
purchase 200 more cars which should 
have the platform facilities and car- 
rying capacity of the largest cars 
on the system. These cars were 
built according to the general plan, 
‘elevation and section shown in 
Big Ts 
The arch roof is suported by 
pressed steel carlines of deep section 
similar to the 215 cars of 1912. This 
construction provides a light and 
stiff roof structure. The open space 
between the roof and the ceiling is 
used as the exhaust chamber of the 
motor-driven fan ventilation system. 
The plan shows the seating arrange- 
ment which is laid out to give maxi- 
mum seating capacity and at the 
same time provide for the rapid 
movement of passengers. Folding 
platform seats accommodating a 
total of five passengers are installed 
on these-cars. The double sliding 
doors in the body end bulkheads 
and the cross-seat spacing of 30 in. 
result in securing maximum seating 
capacity in the car body. The plat- 
form is arranged to facilitate the 
rapid movement of passengers, and 


of the front platform is operated 
in conjunction with the exit door, 
both of which are controlled by the 
motorman. The folding step on the 
entrance side is folded up with the 
closing of the folding doors so that 
on the blind side of the car there is 
no opportunity afforded for stealing 
a ride. A ramp of 23 in. is built 
at each end of the body floor from 
the bolsters to the end sills to make 
the steps that much lower. The slope 
in this ramp is about 3 in. to the 
running foot and it has been found 
satisfactory in service. 

These 200 cars are notable as they 
introduced in Chicago car design, 
the “straight side’ body, in which 
the car side from the bottom sili 
to the windows is of steel and is 
also the load-carrying girder of the 
car framework: It is obvious that 
this construction makes possible the 
most economical car structure as to 
weight, because of the maximum 
depth of girder and the elimination 
of duplicate parts in the side framing. 

The underframe for these cars is 
shown in Fig. 9. 

These 200 cars were very care- 
fully designed with a view to 
producing a car of the least weight 
consistent with good design, and 
the result is seen in the very low 
weight of less than 36,000 lb. for a 
complete car having the capacity of 
the largest equipment on the system. 
These cars have given satisfactory 
service in the efficient handling of 
very heavy traffic. 

To provide the necessary equip- 
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- Fig. 7—Plan and elevation of the 200 cars of 1913-14 


in size is practically the same as 
that on the largest (1908) cars. The 
platform folding doors remain in the 
open position on the rear end of the 
ear, which facilitates the rapid han- 
dling of passengers. 

The folding step on the exit side 
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ment to meet traffic growth, 228 
double-end cars of large carrying 
capacity and capable of handling the 
traffic on trunk lines were added 
in 1914-1915. These were very sim- 
ilar in exterior appearance to the 
19138-1914 cars shown’in Fig. 7. The 
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Fig. 8—Cross section of first 
straight-side car 


floor plan is very similar to that 
used for the 100 cars added in 1913. 
Fig. 6. 

The cross-seat spacing is 2 ft. 
5% in., in order to get the maximum 
seating capacity in the allowed body 
dimensions. The straight side car 
construction with steel girder from 
bottom sill to side window opening 
adopted in 1913 was again followed 
in this equipment. In order to pro- 
vide low steps a 3-in. ramp was 
placed in the body floor from the 
bolsters to the end sills, the slope 
being approximately 4 in. to the foot. 

The underframe is shown in Fig. 
10. All load-carrying members are 
of steel and the body bolsters, fol- 
lowing standard Chicago practice, 
are of cast steel. The underframe 
is thoroughly cross-braced so that 
it will withstand side swipes and 
vehicle collisions without getting out 
of alignment. The substantial and 
neat construction of this underframe 
is evident from the drawing which 
shows the strongiy built platform 
structure, designed to carry the 
heavy loads of peak service without 
sagging. 

The weight of these substantially 
built cars was kept to the reasonable 
figure of 40,180 lb. These cars have 
been operated on important routes 
and the service results have been 
satisfactory. 

Following the cars just described, 


502 


ELECTRIC RAILWAY JOURNAL 


Vol. 60, No. 14 


oe 


there was built by the companies 
nineteen double-truck cars to replace 
those lost by fire or from other 
causes. These cars are very similar 
in general layout and design to the 
228 cars just described except that 
four motor equipments were used 
instead of two motors, as the trucks 
and motors for four-motor equip- 
ments were on hand. No extended 
mention of this equipment is there- 
fore necessary. 


THE SAFETY CAR INTRODUCED 
IN CHICAGO 


In 1920 the companies purchased 


single-truck safety cars for trial. 
They were placed in operation on 
outlying routes where the traffic was 
within their capacities. They have 
given quite satisfactory results. 
Experience with these has indicated, 
however, that they possess certain 
limitations. The important ones 
are: 

1. Excessive time for passenger 
interchange due to single narrow 
doorway which must be used by both 
boarding and alighting passengers. 

2. Congestion in the cars due to 
narrow aisle and limited space at the 
ends of the car for passenger move- 
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Fig. 10—Underframe of 228 cars of 1914-15 
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Fig. iow déraie construction of single-teucl? one-man fois car designed in Chisags 


sok whole 6" 


8. Light framing construction 
which results in considerable damage 
even in comparatively light col- 
lisions. 


- P 


It was therefore decided to con- 


struct and thoroughly try out in 
service a single-truck safety one-man 
car which would be free as far as 
possible from the above limitations 


and yet not exceed in weight that — 


of the ten safety cars already in 
operation. A sample car was there- 
fore designed under the direction of 


the superintendent of shops and 


equipment, with the approval of the 


board, and constructed in the com- 
pany’s West Side shops. A detailed 
description of this car was published 
in Electric Railway Journal for Jan. 
14, 1922, page 65. The floor plan 
is shown in Fig. 11 and the under- 
frame in Fig. 12. 

The notable features of this car 
is the double doorway at the ends, 
providing for the simultaneous 
movement of entering and leaving 
passengers; operation of the folding 
doors for both doorways at the same 
time by one movement of the brake 
handle; a car width of 8 ft. in order 
to provide a wider aisle; and a seat- 
ing capacity of thirty-six with a 
total weight of only 16,375 lb. In 
order to insure the proper use of 
the doorways by passengers and to 
simplify the work of the operator, 
the exit passageway is provided with 
a swinging gate or barrier, opening 
outward only, and released by the 
weight of a passenger standing on a 
floor plate or treadle. This treadle 
is located so that when a passenger 
desires to alight he must stand on 
it as he approaches the exit door. 
By the use of longitudinal seats at 
the ends of the car body and a wide 
aisle, provision was made for the ex- 
peditious and easy movement of pas- 
sengers. The seats have spring 
cushions and thin padded form- 
fitting backs. To improve the ap- 
pearance of the-car the side framing 
was tapered toward the ends from 
the second body side post, and the 
curvature of the platform bumper 
and dash was increased. This car, 
while longer and wider than the 
single-truck safety cars purchased, 
weighs less. The reduction in 
weight was accomplished by close at- 
tention to all details of design and 
by a redistribution of weight as 
compared to the cars purchased. In 
this sample car more weight was put 
into the bottom framing and less 
into the superstructure, resulting in 


a lighter and stronger construction 
and a car better able to withstand 
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collisions with vehicles and other 
equipment. 

This sample single-truck, doublie- 
doorway, one-man safety car has 
been in service since September, 
1921, and has satisfactorily over- 
come the limitations of the ten pur- 
chased safety cars. At points of 
heavy passenger interchange, those 
entering and leaving are separated 
_with no special supervision from the 
operator and the length of stop is 
shortened as compared to the single- 
passageway car. 


TRAILERS INTRODUCED IN 1921 
WITH 101 CARS 


A thorough investigation of 
trailer operation having been made, 
it was decided, with the approval 
of the board, to build a double-truck 
trailer in the company’s shop, and 

give it a thorough service trial. The 
car was built and placed in service 
in June, 1920, and was in trial oper- 
ation for more than nine months. It 
proved successful and so fifty addi- 
tional ears of the same design were 
built in the company’s shop and fifty 
others purchased. The design of 
these cars was thoroughly treated in 
an article in Electric Railway Journal 
for July 17, 1920, page 110. 

For hauling trailers for peak serv- 
ice only it was thought that one of 
the large double-truck cars of the 
1908 class would have the necessary 
reserve capacity. One of these cars 
was equipped, with couplers, air- 
operated doors, and the _ other 
electrical and air brake equipment 
required and it proved satisfactory 
for hauling a trailer in rush-hour 
service. 

The trailers are of the double- 
truck, double-end, center-entrance 
type. The general floor,.plan is 
shown in Fig. 13 and the underframe 
construction in Fig. 14. The total 
weight of these cars, completely 
equipped, less passengers, is approxi- 
mately 26,000 lb. 

The plan shows the general ar- 
rangement of the seats and the 
loading platform or well at the cen- 
ter of the car. The loading platform 
or well, 152 in. above the top of 
rail, is of generous dimensions and 
is reached with one step so that pas- 
sengers are very rapidly handled. 
‘The double sliding doors, each oper- 

ated by a pneumatic engine, are 
controlled:.by a hand valve located 
convenient to the conductor’s posi- 
tion. 
-approximately 4 in. per foot makes 
_ possible the easy step from the street 
into the well. : 


: 


Bi” 


A ramp in the car floor of - 


The underframe is of the deep 
plate girder type with steel framing 
around the center door opening. 
Crossings are of steel sections and 
body bolsters are of cast steel. 
Ample cross bracing is provided, and 
the rounded end framing is substan- 
tially built so as to stand up in col- 
lision. The superstructure above the 
belt rail is constructed principally 
of wood, following the usual design 
in cars for Chicago service. These 
trailers have met with the approval 
of the riding public and have con- 
tributed in no small degree to a 
considerable improvement in serv- 
ice, especially during the peaks. 


While the one-man single-truck 
safety car built by the company has 
given satisfactory results, it was felt 
that the field of the single-truck car 
under Chicago service conditions is 
rather limited. It is also impractical 
to get a single-truck car which will 
ride as easily as a car equipped with 
double trucks. Furthermore, the 
larger car body which can be 
mounted on double trucks gives the 
carrying capacity required to meet 
the wide range of operating condi- 
tions which exist in large cities. It 
was therefore decided to construct in 
the company’s shops a double-truck, 
double-end, one-man safety car and 
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Fig. 13—Floor plan of 101 Chicago trailers 
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Fig. 14—Underframe construction of Chicas trailers 


Fig. 15—General plan of sample double-truck one-man safety car. 
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The forty-five new 


one-man cars will be the same except for lengthening by one window and 
one more pair of cross seats and the use of maximum traction trucks 
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Fig. 16—Underframe construction of double-truck Chicago safety cars 
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give it a thorough service trial. 
This car was described and pictured 
in detail in Electric Railway Journal 
for Jan. 14, 1922, page 65. 

The design of this car made 
under the direction of the superin- 
tendent of shops and equipment and 
approved by the board, incorporates 
the good features of the single-truck, 
one-man safety car built by the com- 
pany. A general plan of the sample 
double-truck, one-man safety car is 
shown in Fig. 15 and the underframe 
in Fig. 16. 

In this first double-truck, one-man 
car it was decided to try out a four- 
motor equipment. In arriving at the 
over-all length of the car body and 


ytxhaust 


lntake 


vbxhoust... 
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taneously in both directions through 
the car. The steel post and letter- 
board construction which was suc- 
cessfully used in the one-man car 
was followed in this double-truck 
design. 

To provide an easy access car, the 
platform floors were dropped 6 in. 
below the level of the car body floor, 
which gives easy steps from plat- 
form to top of rail. Careful attention 
was given to all details in the design 
in order to secure a car of the light- 
est possible weight and at the same 
time sacrifice nothing required for 
strength or for reasonable upkeep 
cost. 

This car was originally equipped 
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Fig. 17—Plan and elevation of sixty-nine two-man cars now under construction for 


Chicago Surface Lines 


hence its passenger capacity, it was 
felt that this dimension must be 
enough to make the investment in 
double-truck equipment worth while 
and yet not so great as to discourage 
full use, by the passengers, of the 
capacity in the rear end of the car. 
It was believed that the dimensions 
as shown would meet the require- 
ments. 

The general construction details, 
embodying a straight steel girder 
side car, follow closely those of the 
single-truck car built in the shops 
except where modified by the fact 
that the structure is of greater 
length and is for mounting on double 
trucks. Post spacing was increased 
1 in. over the single-truck construc- 
tion, as it was felt that in a double- 
truck car seat centers should be 
substantially the same as on the 
other double-truck equipment already 
in service. The over-all width was 
,made about 6 in. more than the 
sample single-truck car so as to give 
the aisle width necessary in a long 
car body where entrance and exit 
are at the same end and passenger 
movement frequently occurs simul- 


with a swinging gate or barrier, in 
the platform exit passageway, which 
is controlled by a treadle in the plat- 
form floor as previously described in 
connection with the single-truck, 
one-man safety car built by the 
companies. As a result of many 
observations a further development 
resulting in an improved arrange- 
ment has been worked out. This 
consists in the elimination of the 
swinging barrier or gate and the 
use of the exit door itself as a 
barrier, it being operated by an in- 
dependent air engine which is auto- 
matically controlled by the floor plate 
or treadle. 

Experience with this car in serv- 
ice has shown that fairly heavy 
passenger loads are handled with 
little crowding and confusion, and 
the exit-door equipment has func- 
tioned quite satisfactorily. It is 
believed that this new exit door 
arrangement goes far toward the 
solution of difficult problems con- 
nected with the operation of one- 
man cars. 

As a result of the performance 
of this sample double-truck, one-man 
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ear, it has been decided to build 
additional equipment of this design. 


Wihce de 


Plans were recently approved for the 


construction of forty-five such cars. 


Experience with the first car in- — 
dicated that a car of somewhat ~ 
greater capacity would probably be © 


desirable and practical, and therefore 
the forty-five additional cars will be 
increased in length by the amount 
necessary to add one more cross-seat 
in the car body. Otherwise, the 
details are substantially the same as 
for the first car built. 


It has been decided, however, to 
adopt a two-motor equipment for 
these forty-five additional cars be- 
cause of saving in. weight, energy 


These cars | 
are now. under construction in the | 
‘company’s shops. 


consumption, cost of motor main- — 


tenance and first cost. This deci- 


sion was strongly influenced also by . 


the fact that the same motor can be 
used as for the sixty-nine large 
double-truck, four-motor cars which 
are being built to replace the equip- 
ment lost in a fire early this year. 


Thus only one type of motor equip- | 


ment will be added to the system 
instead of two types. Five of these 
sixty-nine double-truck cars will be 
so designed and equipped that trail- 
ers can be hauled in all-day service, 
while the remaining cars will have 
the capacity and equipment for such 
service, except that they will not be 
fitted at this time with couplers. A 
general plan, elevation and section of 
these sixty-nine latest two-man cars 
is shown in Fig. 17. 


DETAILS OF 1922 Two-MAN CARS 


The total weight, completely 
equipped, less passenger load, is 
expected to be approximately 45,500 
Ib. _The plan shows the seating 
arrangement laid out so as to pro- 
vide clearance space around the 
doors at the car ends, standard Chi- 
cago practice, and so spaced as to 
give the maximum capacity in the 
ear body. Platform seats with a 
total capacity of six passengers are 
placed as shown. The platform 
length is such as to make possible 
a wide entrance passageway and an 
exit opening of ample dimension. 
The platforms will be equipped with 
folding doors, closed when the car 
is in motion and operated by pneu- 
matic engines, Body-end bulkheads 
with sliding doors typical . of, Chi- 
cago equipment will be installed as 
tests have indicated that such a 
design provides a car more com- 
fortable and one much easier heated 
than a design without end bulkheads. 
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Study and experience of Chicago Surface Lines on this subject was partly related in last week’s 
issue and is concluded herewith. The proper determination of heater capacity, results obtained 
with thermostatic control and development of a radiation constant are among the points which 


are discussed in this section. 


Heating and Ventilating 
Chicago Street Cars 


By CHARLES GORDON 


Engineer of Equipment 
Chicago Surface Lines 


Standard exhaust and intake automatic ventil ation as installed on arch roof Chicago cars 


HE primary object of all heat- 
ing tests is, of course, to obtain 
data which will enable determi- 
nations to be made of the heating 
capacity required for a given type of 
car. Checking the capacity of a given 
heater equipment installed in a car 
to determine whether or not it is 
suitable for maintaining certain re- 
quired conditions involves a great 
many variables and, to assure an 
average result, requires a number of 
observations taken under different 
conditions and the elimination of any 
unusual factors which would not 
represent the general conditions of 
service. 

Checks of this kind in Chicago 
were of two general classes. The 
first class consisted of observations 
on cars in service carrying pas- 
sengers under the conditions found 
existing while the observer was on 
the car. By carefully noting all 
factors which might influence the re- 
sults obtained, it is possible to accu- 
mulate’a quantity of data from ob- 
servations of this kind, which 
enable the results obtained to. be 
corrected to a common basis, for the 
purpose of comparing the heating 


equipment in different classes of 
cars. 

The second class of observations 
which were made on a great many 
different types of equipment are 
represented by tests in which the 
cars were allowed to stand in the 
open under certain conditions of 
weather and _ ventilation, while 
periodic observations were made of 
the temperature rise within the car 
above the surrounding outside at- 
mospheric temperature. The elim- 
ination of the variable factors en- 
countered in service, namely, open- 
ing and closing of doors, starting 
and stopping of car, etc., enables a 
very careful comparison to be made 
of the relative capacity of different 
heating equipments, or a determina- 
tion of the relative heater equipment 
capacity required for different types 
of cars. It was found by carefully 
analyzing the results from a large 
number of tests of this character 
that it was possible to predict the 
average operating temperature in 
service from these standing tests. 
This will be described in more detail 
below. 

The illustration on page 506 rep- 


resents graphically the results ob- 
tained from more than 225 sets 
of observations conducted on vari- 
ous types of cars in service under 
different conditions of weather and 
temperature, for the purpose of 
determining average temperature 
rise above atmosphere, which could 
be maintained by the existing equip- 
ments. Observers were assigned to 
this work and readings’ taken 
throughout a round trip on each car 
entered. They were equipped with 
test thermometers, one of which was 
mounted on a bracket designed to be 
quickly fastened on the storm sash 
catches so that the thermometer 
could be read from the interior of 
the car through the window. A 
second test thermometer was 
mounted inside the car adjacent to 
the car thermometer and a record 
was made every five minutes of the 
temperatures observed. Notes were 
carefully made of all related condi- 
tions which would affect the results, 
such as number of passengers, total 
time doors were open in seconds dur- 
ing the round trip, window openings, 
wind velocity and direction of motion 
of car, condition of ventilating ap- 
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paratus, etc. By taking the observa- 
tions for a complete round trip on 
each car, it was possible to eliminate 
the effect of a number of variables. 

The original data obtained were 
corrected, averaged and summarized 
for each round trip, so as to be in 
form for comparison on a common 
basis. These average data are com- 
piled in the illustration which is 
presented below for four different 
types of cars and are only typical of 
1Ol= 


SERIES 700 


SERIES |I01-1423 
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It was one of the primary objects 
of these observations to determine 
the average rise above outside at- 
mospheric temperature which could 
be expected with the heater equip- 
ment then installed in the different 
classes of cars. These observations 
were for the double purpose of deter- 
mining, first, whether the require- 
ments of the city ordinances were 
being met with the equipment in 
service, and second, if the require- 
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given type of car at the average out- 
door temperature encountered during 
the observations. Since it was impos- 
sible to obtain all the desired com- 
binations of average car tempera- 
ture and outdoor temperatures 
desired in these tests, it was neces- 
sary, in order to get a readily com- 
parable picture of the results, to con- 
vert the data to some fixed outdoor 
temperature. This temperature was 
taken at 10 deg. F. since it is the 
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Service checks of car temperatures under various conditions as indicated 


similar data collected for other types 
of equipment. The data are ar- 
ranged in three groups representing 
observations made on cars where 
three, two and one point of heat re- 
spectively were being used. Under 
the more moderate temperature con- 
ditions obtaining in the fall and 
spring, a number of observations 
were made on cars with and without 
storm sash. The data are therefore 
further subdivided according to this 
classification. The solid line in each 
set. of observations represents cars 
equipped with storm sash, whereas 
the broken line is made up for. ob- 
servations obtained on cars not 
equipped with storm sash. 


ments were not being met, what ad- 
ditional heater capacity was neces- 
sary. In the case of one group of 
cars, it will be found by a study of 
the data presented, that the ordi- 
nance requirements were not being 
met at that time. This was for the 
ear series 701-750, which were of all 
steel construction, and in which addi- 
tional heating equipment was _ in- 
stalled as a result of these tests. In 
the illustration above outside tem- 
peratures between 0 and 50 deg. F. 
are plotted as abscissa, while body 
temperatures between 30 deg. and 70 
deg. F. are plotted as ordinates. Each 
point in a group represents the cor- 
rected average car temperature for a 


critical point mentioned in the heat- 
ing ordinances. If a straight line is 
drawn through each group of results 
in a position representing approxi- 
mately their average, at an angle 
of 45 deg., any point on this line 
represents a fixed rise above the out- 
side temperature. The purpose of 
the straight line plotted as shown is 
to bring all the recorded data to the 
same basis as regards outdoor tem- 
perature. Since the rise above out- 
side temperature is a fixed value in 
degrees for a given combination of 
conditions, this arrangement forms 
a readily interpreted picture of the 
average results for each equipment, 
In the case of the steel cars, 701-750 
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mentioned above, it is apparent that 
since the 45 deg. line falls below 
the intersection of lines drawn 
through 10 deg. outdoor temperature 
and 50 deg. car temperature (the 
ordinance requirements) -more 
heater capacity was shown to be re- 
quired. The data are of further in- 
terest in pointing out in quite a 


striking way. the effect of storm 
sash on the results. 

In Figs. 8, 9 and 11 are presented 
graphically the results of standing 
tests which are typical of a great 
many tests of this kind conducted 
for the purpose of investigating 
some of the various factors which 
influence the results obtained with 


any given equipment. Because of 
limitation in space, these curves are 
presented with just a brief note of 
explanation, since the data included 
are almost self-explanatory. In pass- 
ing, however, it igs well to note that 
Fig. 8 shows in an interesting way 
the effect of various deck sash open- 
ings. Fig. 11 illustrates the results 
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Fig. 8—Effect of open deck sash on car temperature, car standing. 
Fig. 9—Effect of storm sash on car temperature, car standing. 
Fig. 10—Car heating and cooling test, car standing. 
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Fig. 11—Effect of thermostats in maintaining a uniform tempera- 


Fig. 12—Saving in heating energy by use of thermostats. 
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obtained on one car with and with- 
out storm sash and Fig. 9 gives a 
graphic picture of a heating and 
cooling curve with the car standing, 
showing the similarity in the shape 
of these two curves. In this latter 
test the car was heated in the build- 
ing to a temperature rise of 34 deg. 
above the surrounding air in the 
room and then run outdoors, the 
ventilating fan turned on and 
periodic observations made to de- 
termine the fall in car temperature. 
In passing over these standing rise 
tests, it may be well to point out the 
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such tests, in which two cars, one 
equipped with thermostats and the 
other not so equipped, were followed 
carefully throughout an entire win- 
ter. These cars were prepared for 
the test by installing watt-hour me- 
ters in the heater circuits and graphic 
thermometers inside the body. The 
data in Fig. 10 are plotted directly 
from these graphic thermometer 
readings. Although the thermo- 
stats used in the tests from which 
these data are taken were by no 
means as well developed or as sensi- 
tive in their action to changes in 
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Fig. 13—Typical sample of data recorded in determining relation between 
radiation constant and volume of air exhausted by ventilating system 


time involved in attaining the maxi- 
mum temperature rise which the 
heater equipment is capable of main- 
taining once this rise has been ob- 
tained. It is evident that if these 
cars are placed in service cold, it 
will require even a longer time to 
obtain the maximum temperature 
which will represent a balanced con- 
dition. This points out very 
emphatically the necessity for pre- 
heating cars before placing them in 
service in extreme weather, if satis- 
factory heating conditions are de- 
sired. 

Chicago was one of the pioneers in 
the use of thermostats for regulating 
car-heating apparatus. A number of 
very interesting and exhaustive tests 
were conducted at various times as 
a result of which all passenger cars 
are now equipped with this device. 

Fig. 10 gives a very clear picture 
of the results taken from one set of 


temperature as some of the more 
modern apparatus now available, the 
curves show to a striking degree the 
desirability of including this form of 
regulator as part of the heating 
equipment. 

Fig. 12 furnishes a further basis 
for this conclusion. Here the curve 


shown represents the saving in 
energy consumption on the car 
equipped with a thermostat, ex- 


pressed in percentage of the energy 
used on the car not equipped. It is 
apparent that the greatest saving ob- 
tained, expressed in _ percentage, 
should be at the higher outside tem- 
peratures, when it is necessary to 
use the heater equipment only a com- 
paratively small portion of the time. 
The fact that the saving on the tests 
from which these data were taken 
reaches 0 at approximately 5 deg. 
outdoor temperature indicates that 
the continuous operation of all the 


Vol. 60, No. 14 


heaters in this car gave an average 
car temperature rise of 45 deg. F. 
The thermostats were set to cut off 
the car heaters when the temperature 
within the car reached 50 deg. F. 


Stupy OF RADIATION CONSTANT 


The radiation constant for a car 
expresses the heating energy lost 
through the exposed walls, in British 
thermal units per square foot of ex- 
posed surface, per degree Fahrenheit 
difference in temperature between 
the interior and the exterior atmos- 
phere. From time to time during 
the progress of the investigations 
carried on to determine the char- 
acteristics of various types of heater 
equipment, as well as the effect of 
various types of car construction on 
these characteristics, a great many 
calculations were made for the pur- 
pose of checking the experimental 
results obtained, and also for the 
purpose of predicting the effect of 
certain changes under consideration. 
In all such calculations it was found 
that although a_ reasonably close 
check could be made with experi- 
mental results by applying radiation 
constants obtained both from stand- 
ing and service tests when the 
amount of air exhausted by the 
ventilating apparatus was compara- 
tively small, it was nevertheless im- 
possible to obtain a check between 
calculated and experimental data 
when the quantity of air inter- 
changed by the ventilating apparatus 
was large. In calculations of this 
kind, the total heat loss from the car 
consists of that transmitted through 
the walls and radiated from exterior 
surface, added to the heat carried 
off with the air drawn out by the 
ventilating apparatus. 

To determine; the total heat lost 
through the walls of the car by the 
application of predetermined radia- 
tion constants obtained in tests con- 
ducted for this purpose was a com- 
paratively simple matter. It was also 
a simple calculation to determine the 
total quantity of heat carried off 
with a given quantity of air heated 
to a given temperature. However, 
when these two calculated quantities 
of heat lost were added together, it 
was invariably found that they in- 
dicated a required heater capacity 
far in excess of that which exper- 
iment showed to be necessary to 
maintain a given temperature rise 
within the car body. This recurring 
discrepancy between calculated and 
experimental results led to a care- 
fully planned test designed for the 
purpose of determining the effect on 
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Fig. 14—Relation between radiation con- 
stant and volume of air exhausted by 
ventilating fan 


i 


_ the quantity of heat lost through the 


‘walls of a car of drawing a large 
quantity of air through the compara- 
tively small space within the car. 

Fig. 13 is a graphic log of one sec- 
tion of this test. It illustrates the 
character of data obtained. Each 
section of the test was run for a 
sufficient period of time to insure the 
balancing of temperature conditions. 
In addition, to obtain a check on the 
results, each section of the test was 
run in duplicate. 

Briefly stated, the object of this 
test was to determine the relation 
between the variation, if any, in the 
radiation constant and the quantity 
of air exhausted by the ventilating 
fan. The detailed data, which are 
entirely too voluminous to be pre- 
sented here except in this brief way, 
were finally compiled so as to give 
the curve in Fig. 14, which shows 
very strikingly that the quantity of 
heat lost through the walls of the car 
during forced ventilation falls off 
very materially as the quantity of 
air drawn in the car increases. 

It is at once apparent that this 
curve is of extreme importance in 
connection with any heating calcula- 
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tions applied to cars where the 
volume of air interchanged in a 
given period of time is large com- 
pared with the total volume of the 
interior of the car. It strikingly 
points out the difference between the 
heat loss from a relatively small in- 
terior such as is represented by a 
street car, where the quantities of 
air used for ventilation are so large 
that the currents formed along the 
walls are of sufficient velocity to in- 
terfere with the normal transmis- 
sion of heat from the air of the 
interior to the material of the wall, 
through which it must be eonducted 
before being radiated to the sur- 
rounding atmosphere, as compared 
with building ventilating practice 
where the spaces being ventilated 
are very much larger in comparison 
with the number of occupants and 
the volumes of air required. 

In order to illustrate the method 
of compiling the data, the calculation 
below shows the method for deter- 
mining one point on the curve of Fig. 
14. It is taken from the data ob- 
tained in test No. 2 of Fig. 13. 

The applications of the curve 
given in Fig. 14 are very interesting. 
Fig. 15 is a graphical representation 
of the conditions existing when 
various quantities of air are ex- 
hausted from a car carrying pas- 
sengers, and when the heat losses are 
theoretically balanced for each quan- 
tity of air exhausted. This set of 
curves is also based upon carrying a 
sufficient number of passengers at 
each point, so that each is being sup- 
plied with 750 cu.ft. of air per hour. 

The curve marked “Radiation Con- 
stant” is practically a duplicate of 
the curve in Fig. 14. The curve 
marked “Kilowatts Radiated” repre- 
sents the variation in heat loss 
through the walls of the car as the 
quantity of air exhausted is in- 
creased, and is obtained simply by 
multiplying the radiation constant 


HEATING AND VENTILATING CALCULATIONS 
Calculations based on a temperature rise from 10 deg. to 50 deg. F. = 40 deg. F. 


1. Exhaust air—cu.ft. per hour. ... 0 10,000 20,000 30,000 40,000 50,000 60,000 
2. Radiation constant............ 0.69 0.577 0.467 0.355 0.248 0.193 0.185 
3, Exposed area = lg eee ee eee eee, eC ese tC Pee ET ewe ie 
a ener CEIRICO OM EE ei <A erases, © vist Eu Dal okie sees eee) tee ee ee 
5. Square feet-degrees = 42,640.... ....... Aopen | ocipaho nae o>) et rere 
6. B.t.u. radiated perhour........ 29,422 24,603 19,973 15,137 10,575 8,230 7,888 
7. Kilowatts radiated per hour... . . 8.62 es 5.85 43 5H 2.41 2.31 
8. Weight per cubic foot, air at 50 
heh TINS La ogo Sic ESE Pen NN cnCIPIPEE SU ogy Bese AURIA A Si ae ar 
9. Total weight of air in pounds... . 0 778.5 1,557.0 2,335.5 3,114.0 3,892.5 4,671.0 
10. Specific heat of air = 0.2379 
areas eal ee PY nee ees meh Sano Spee he vyavokc  eeeeee se seeeues 
1]. Total B.t.u. toheatair......... 0 7,408 14,816 22,224 29,632 37,040 44,448 
12. Total kilowatts to heat air...... Ono: tars 3 6.52 8.68 10.86 13.03 
13. Total kilowatts from,,heaters 
ae pt eeeemein a, 8.62 9.38 10.19 5 
L 6 er at Satie cs a2 z iS F 10.95 11.78 13.27 15.34 
14. pat 4 could be carried 5 
with each receiving 750 C.F.H. 0 13:3 26.6 40 53.3 66.7 80 
15. B.t.u. furnished by passengers at 
400 B4.u. each! ori. 0 5,320 10,640 16,000 21,320 26,680 $2,000 
16. Kilowatts furnished by pas- 
RODGERS cea. Rr nee 0 1.56 a2 4.69 6.25 7.83 9.38 
17. Kilowatts to be furnished by 
heaters to maintain 40 deg. rise 8.62 7.82 7.07 6.26 3293. 5.44 5.96 


for each point by the temperature 
rise within the car, which is taken 
as 40 deg. F., and by the total effec- 
tive square feet of radiating surface, 
transforming, of course, British 
thermal units into kilowatts on the 
basis of the mechanical equivalent of 
heat, namely, 3,412 B.t.u. = 1 kw.-hr. 
The curve ‘‘Kilowatts to Heat Air,” 
represents the total amount of heat- 
ing energy carried off by the ex- 
hausted air. The curve “Kilowatts 
Supplied by Passengers” represents 
the heating energy furnished by the 
bodily heat of the passengers within 
the car, on the basis of 400 B.t.u. per 


passenger per hour. The curve 
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Exposed Surface > 1066S5qFt IK.W. = 3412 B.T.U. 
BIT.U. Per Pass (Body Heat) 400/Hr Specific Heat Air=.2379 
Ventilation Per Pass.-750CuFt/Hr Wt/Cu Ft. Air >.07785Lb. 


Fig. 15—Heat balance in car carrying pas- 
sengers, showing variation in amount of 
heating energy required with 
passenger load 


Carried” is the arithmetical sum of 
the “Kilowatts Radiated” curve and 
the “Kilowatts to Heat Air” curve, 
while the curve “Total Kilowatts 
Required When Carrying  Pas- 
sengers” is the difference between 
the “Total Kilowatts, No Passengers 
Carried” curve and the ‘“Kilowatts 
Supplied by Passenger” curve. The 
shape of this last curve illustrates 
the value of thermostat control. 
Under the theoretical conditions as- 
sumed in these calculations, it is ap- 
parent that the quantity of heat re- 
quired from the car heaters actually 
decreases as the number of pas- 
sengers increases, and as the ventila- 
tion is increased, so as to maintain a 
constant interchange of 750 ‘B-t.u: 
per passenger, up to a point where 
the air interchange reaches approx- 
imately 45,000 cu.ft. per hour. The 
accompanying tabulation of calcula- 
tions illustrates the method of pre- 
paring the curves in Fig. 15. 
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How Stores Are Accounted for on the 
Chicago Elevated Railroads 


Organization, Duties of the Various Departments and System 
of Stores Operation Are Described, Together with Illustrations 
of the Various Forms Necessary for Carrying Out the Work 


HE Chicago elevated system 
includes four railroads oper- 
ating as separate companies 

and keeping separate accounts. 
Four storerooms and three storage 
yards are necessary. Each store- 
room is in charge of a storekeeper. 
The store department clerical force 
for the entire system is located in 
the office of the general store- 


keeper. An accompanying illus- 
tration shows the organization 
maintained. 


Some of the duties of the store 
department include the maintenance 
at all times of a sufficient supply 
of material on hand to meet the 
requirements of the various depart- 
ments of the railroad and to re- 
ceive, check delivery, store and 
safely care for as well as account 
for and issue on requisition all 
material. 5 

It.is essential that the store de- 
partment keep the stock of mate- 
rials at a minimum, otherwise the 
company’s funds will be tied up so 
as to make a large yearly turnover. 
In order to give the maximum of 
service to all other departments, 
the closest co-operation of all is 
necessary. Where materials be- 
come obsolete or overstocked, these 
are reported promptly so that they 
may be disposed of to the best ad- 
vantage. It should be remembered 
that on a railroad system the size 
of the Chicago Elevated Railroads 
a great variety of material is re- 
quired. There are various types of 
motors, electrical equipment, cars, 
etc., for which repair parts must 
be available, and a large number of 
these parts are more or less special. 
A railway storekeeper cannot al- 
ways work to a definite schedule as 
might be the case with a manufac- 
turing concern where a definite 
manufacturing program can be out- 
lined. 


EK. KRETSCHMER 


Purchasing Agent 


By E. 


Chicago Elevated Railroads 


Fig. 1—Organization chart of the stores department, Chicago Elevated Railiande 


With the system of storekeeping 
used each of the many thousands of 
items is given, for record purposes, 
what is called a railroad lot num- 
ber. This corresponds to what 
manufacturers would call a catalog 
number. Each item of material is 
assigned to a certain class. The 
classifications of materials are 
shown on form JB-206-A, included 
in the accompanying illustrations. 
Each class has its own series of 
railroad lot numbers. For example, 
Class 125 is assigned R.R. Lot Nos. 1 
to, say, 25. Class 126 would have 
R.R. Lot No. 26 to some other fig- 
ure, and so on, depending upon the 
number of items in each class. 
Classes 134 to 158 inclusive, most 
of which include a great many 
small items, are each assigned lot 
numbers beginning with one (1), 
excepting we prefix the number 
with a letter. Letter “A” would 
designate Class 134, “B” Class 135, 


“C” Class 186, and so on. In other 
words, our lot number Al would 
classify the material as being in 
Class 1384, Lot No. 1. It will be 
seen, therefore, in Classes 125 to 
133 the lot number itself designates 
the class of the material. On the 
remaining classes the letter prefix 
classifies the material. It is neces- 
sary on Classes 134 to 158 to begin 
with No. 1, otherwise the railroad 
let numbers would run into four 
and five figures and it would be 
difficult to maintain a properly di- 
vided series of numbers. 

The larger items of material are 
received and unloaded and stored 
in our storage yards, which are con- 
venient to steam railroad connec- 
tions. All other items are in th- 
storehouse or storehouse yard, which 
in each case is adjacent to the repair 
shop of the individual road. 

In the storeroom all materials 
belonging to a certain class are 
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Some of the forms used by purchasing and stores department, Chicago elevated railroads 


Form J-31-A (Fig. 2) Form used for partments of receipt of material ordered  sitioning materials from stores department. 
requisitioning material to be purchased. by them, Form JB-138-A (Fig. 9) Summary of 

Form JB-380 (Fig. 3) Ledger sheet used Form JB-358 (Fig. 6) Form kept in distribution made monthly for notifying. .de- 
by storekeeper for record of receipts and  storekeeper’s file for making record of each partment heads of material charged to each 
disbursements from stores. order placed for particular material. account. ; y 

Form J-341 (Fig. 4) Memo made out by Form JB-111 (Fig. 7) Receiving form Form JB-241 (Fig. 10) Monthly dis- 
storekeeper upon receipt of new materials. used in place of J-341 when material is tribution form for giving department heads 

Form JB-384 (Fig. 5) Form used by received in carload lots at storage yards. summary of totals of individual account 
stores department for notifying other de- Form J-207 (Fig. 8) Form used for requi- summaries on Form JB-138-A. 
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stored in the same series of shelv- 
ing, each compartment .of this 
shelving being carded or tagged, 
showing the lot number and a de- 
scription of the material, the com- 
partments being numbered con- 
secutively as far as it is possible 
to do so. 

To follow the system through, it 
will be necessary to make use of 
various printed forms. To do this 
I will take an item of material and 
follow through the routine from the 
time the storekeeper orders this 
material to the receipt, storage and 
accounting of it in the stores de- 
partment, then disburse some of. it 
from the storeroom and_ follow 
through the accounting until the 
material is charged to some operat- 
ing or other account and credited 
to the storekeeper’s account. All 
materials received are charged to 
the storekeeper’s account and are 
held there until disbursed for use 
to some other account. 

As an example, let us take the 
item of W.H. 109 motor axle bear- 
ing, pattern 4393. First the store- 
keeper’s order, Form J-31, is made 
up by the storekeeper in triplicate, 
all copies being forwarded to the 
general storekeeper’s office, where 
a storekeeper’s requisition number 
is assigned and quantities are 
checked against past consumption 
as shown on the ledger sheet, Form 
JB-380. If correct, the order is 
approved by the general store- 
keeper. The original copy is for- 
warded to the purchasing depart- 
ment, the duplicate is retained by 
the general storekeeper and the 
triplicate is returned to the store- 
keeper. This form is also used by 
operating departments in ordering 
special materials. They make an 
extra copy for their own files and 
assign their own department num- 
ber for record. After the store- 
keeper’s requisition (Form J-31) 
has gone through the routine, the 
purchasing department’s purchas- 
ing order (Form 31) is placed and 
a copy of this purchasing order is 
forwarded to the general store- 
keeper and to the storekeeper of 
the individual road concerned. 
These copies of orders are filed in 
the store department alphabetically 
until completion of the order, when 
they are filed numerically in bind- 
ers for future reference. The 
storekeepers record on their copies 
of Form J-31 the purchase order 
number. 

Form JB-358 is a card kept in the 


storekeeper’s file for making a rec- 
ord each time an order is placed for 
this particular material. This card 
also serves as a guide to him as to 
approximately how fast this par- 
ticular item of material is used and 
also the approximate quantities to 
order. 


RECEIPT OF MATERIALS IS FOLLOWED 
CLOSELY 


After shipment, receiving memo 
Form J-341 (numbered in dupli- 
cate) is checked. This form is made 
out by the storekeeper, the original 
copy being sent to the general 
storekeeper’s office, while the du- 
plicate is retained by the store- 
keeper and filed numerically. The 
storekeeper also makes a record on 
his copy of the “purchase order” 
and the “receiving memo number.” 

All invoices from vendors are 
sent direct to the general store- 
keeper’s office in duplicate. The 
original receiving memo is filed al- 
phabetically in the general store- 
keeper’s office until the receipt of 
the invoice, at which time the in- 
voice is checked for quantities 
and description with the receiving 
memo, and if correct, this is so cer- 
tified on the face of the invoice as 
shown and the original invoice is 
then forwarded to the purchasing 
department for price checking, ap- 
proval for payment and forwarding 
to the auditor as authority to 
charge the storekeeper’s account 
and vouchering for payment. The 
duplicate copy is retained in the 
general storekeeper’s office for en- 
try on the stock ledger (Form JB- 
380) and is then filed numerically. 
The receiving memo number and 
date are also recorded on the gen- 
eral storekeeper’s copy of the pur- 
chase order and then both purchase 
order and receiving memo are filed 
numerically. 

The form for “receipt of mate- 
rial” (Form JB-384) is used only 
where special materials are ordered 
by other departments. It is used 
also as general information to those 
departments to indicate when this 
material is promised for shipment, 
shipped or received. 

The form for “report of mate- 
rial” (Form JB-111) is used in 
place of the receiving memo (Form 
J-341) when material is received in 
carload lots at the storage yards. 
All material received in the stor- 
age yards is unloaded by the main- 
tenance of way department. This 
form is also used when material is 
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loaded in the storage yard for out- 
shipment. 

The ledger sheet (Form JB-380) 
is kept in the general storekeeper’s 
office. It is filed numerically in 
binders and with the lot number 
also acting as the ledger page 
number. On this sheet is recorded 
the general description of the ma- 
terial, weight, manufacturer’s cata- 
log number, if any, our pattern 
number, the unit, the minimum 
stock and the maximum stock. 
There is also recorded on this sheet 
information as to when the mate- 
rial was ordered, received, dis- 
bursed and the quantity of stock on 
hand. This process is all taken care 
of by a bookkeeving machine. 

We have now been through the 
system of ordering material for 
stock and accounting for it until it 
is charged to the storekeeper’s ac- 
count. We will now as an example 
disburse nine pair of W.H.109 axle 
bearings and follow through the 
system until the storekeeper’s ac- 
count is again credited with the 
value of material disbursed. . 

The form of “requisition on store 
department” (Form J-207) is used 
by other departments for drawing 
material from the store department. 
The form is filled out in triplicate, 
the third copy being retained by the 
department requiring the material, 
the department also assigning its 
own department letter and number. 
A different letter is used by each 
of the departments, to designate 
whether it is shop, road or electri- 
cal department. The original and 
duplicate requisitions are presented 
to the storekeeper, who fills the or- 
der and inserts the lot number as 
shown on the bin from which the 
material is drawn. Both copies are 
then sent to the general storekeep- 
er’s office, where they are entered 
on stock ledger sheet (Form J-380) 
under the heading “disbursed.” 
They are then priced, extended, 
checked and entered on the form 
for summary distribution (Form 
JB-1388). The original is then filed 
numerically, the duplicate (also 
priced) being attached to a dupli- 
cate of Form JB-138. This dupli- 
cate copy of JB-138 and duplicate 
copies of requisition attached are 
forwarded monthly to the depart- 
ment head controlling the account, 
which gives him in detail all mate- 
rials charged to any one of his in- 
dividual accounts during the month. 

Thesummary of distribution (Form 
made in duplicate in 


turning materials to manufacturer when 
_ rejected for any reason 
Form JB-348 (Fig. 
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_ department ledger report 


the general storekeeper’s office, a 
set being made up for each account 
showing the totals of each requisi- 
tion charged to that account during 
the month. The original copy is 
filed numerically according to ac- 
count number in the general store- 
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sheets showing the various ac- 
counts. This is made up in the 
general storekeeper’s office and is 
a complete summary of the totals 
as shown on Form JB-138 for each 
account. The original is forwarded 
to the auditor, who credits the total 
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er’s office and is a monthly recapit- 
ulation of the ledger class control 
sheets. For the ledger class con- 
trol sheets a copy of Form JB-380 
is used, on which are recorded daily 
in money value only the debits and 
credits for the class of material. 


yy 
SUEY 


LL 


ALLL 


EOE 
UNE 
py 


te: 


EEE 


A ~ 
se, SS arr me 
RSS 


EA 

: VAN S: 
WES 
NSS 


y 


~  S eeeees, 


to general storekeeper of receipt of carload 
of material. 

Form J-179 (Fig. 14) Form used for re- 
turning materials to storehouse. 

Form 
ceipt for materials returned on Form J-179 


J-180 (Fig. 15) Storekeeper’s re- 
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Form JB-342 (Fig. 16) Sheet used in 
making check inventory against perpetual 
inventory. 

Form JB-73 (Fig. i7) Notice of sale. of 
scrap material sent to stores department 
by purchasing department. 


_ keeper’s office. It will be seen from 


this form that it is possible to lo- 


cate by number all requisitions 


chargeable to any individual ac- 


count during any month. “ 


The form for monthly distribu- 


tion (Form JB-241) consists of five 


amounts shown to the storekeeper’s 
account, charging the various oper- 
ating accounts plus a percentage to 
cover storehouse expense. 

The monthly “store department 
ledger report” (Form JB-206A) is 
made up in the general storekeep- 


This information then at the end 
of the month is transferred to Form 
JB-206A. This report is valuable 
in that it analyzes the amount of 
funds tied up in each class of ma- 
terial and also shows the monthly 
turn-over in the various classes. 
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This report also must agree with 
the auditor’s report of total debits 
and credits to storekeeper’s ac- 
count. 

As a matter of general informa- 
tion, there is also made up in the 
purchasing department a _ report 
sheet showing the various classes 
of materials and the money value 
of each of the classes on the first of 
the month. This shows a monthly 
comparison all on one sheet; that 
is, a report covering a whole year 
would have twelve columns and a 
comparison can be made month 
against month on any class. 

Notice of return goods (Form 
JB-90) is made out in the general 
storekeeper’s office in triplicate to 
cover material returned to vendors 
for any reason. It serves both as 
a shipping notice and as a request 
for credit. A copy of this notice is 
also forwarded to the purchasing 
department for its information. 
This return goods notice is num- 
bered and recorded with credit 
memo when received on the receiv- 
ing memo (Form J-341). 

Notice of receipt of car (Form 
JB-348) is forwarded by the yard 
man to the general storekeeper and 
a copy is sent to the maintenance 
of way department as a notice to 
unload. 

Form J-179 is used when any ma- 
terials are returned by departments 
to the storehouse, either new. or 
scrap material. This form is made 
in triplicate by the storekeeper, 
one copy to the general storekeeper, 
one copy to the department return- 
ing the material and one copy is 
retained by the storekeeper. This 
is notice to the general storekeeper 
that the storekeeper has received 
the material which should be cred- 
ited to some other .department ac- 
count and charged to the store- 
keeper’s account. 

Form J-180 is made in triplicate 
by the general storekeeper on re- 
ceipt of Form J-179. This form 
gives a complete record of material 
taken into the storekeeper’s ac- 
count and a copy of the form is 
sent to the auditor as authority to 
credit one account and charge the 
storekeeper’s account, one copy -be- 
ing retained and the other copy be- 
ing forwarded as a credit memo- 
randum to the department whORe 
account is credited. 

The stock ledger provides a per- 
petual inventory record, but test in- 
ventories are taken, a few items at 
a time, continuously, to check ac- 
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tual material balances in the store- 
house against stock ledger balances. 
A check inventory sheet (Form JB- 
342) is used for this. 

The purchasing department, in 
placing orders, shows the railroad 
lot number for each item and re- 
quests the vendors when billing to 
show the lot number of each item 
on their invoice. It is then an easy 
matter, when the ledger clerk re- 
ceives the invoice, to turn over to 
the page number in the ledger, 
which is also the lot number, and 
make the necessary entries. 


All scrap materials are turned_ 


into the store department for credit 
to the proper account when sold. 
All sales of scrap are made by the 
purchasing department, the sale be- 
ing given a so-called “scrap sale 
number.” 
receives from the purchasing de- 
partment a notice of the sale of 
scrap to a dealer. The material is 


“delivered to the dealer in accord- 


ance with the terms under which the 
sale was made. 

The storekeeper, with the traveling 
storekeeper, weighs all scrap as it 
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is delivered to the buyer. On de- 
livery of scrap a receipt is obtained. 
Form JB-73 is then filled out and 
sent to the purchasing department 
as a record of material delivered 
on the sale and proper accounts 
credited. The sale of scrap is then 
formally closed in the purchasing 
department by the issuing of a 
scrap sale, giving a complete record 
of all materials sold under that sale 
number, and copy is forwarded to 
officers interested. 

On our roads it is one of the du- 
ties of the traveling storekeeper to 
keep in actual touch at all times 
with the stocks in the various 
storehouses and yards and with 
work being done by other depart- 
ments. If one road is overstocked 
on a certain item of material or it 
it has in stock materials whick 
might not move promptly, and one 
of the other roads might at the 
same time need some of this same 
material, the ma‘erial is trans 
ferred from one stock to another. 
In that way the combined invest- 
ment in stock of the four roads is 
kept down. ; 


Automatic Door Control on 
Latest Chicago Safety Cars 


Forty-five New Cars Under Construction Will Be Double 
Truck, Double-Door, Two-Motor, Fifty-Seat, One-Man 
Type—The Final Design of Automatic Exit-Door 

Control Is Detailed . 


S A RESULT of a careful study 
Ae the operation of car No. 
3092—one-man, double-truck, 
four-motor, _double-door forty-six- 
seat—which has been in service for 
nine months and which was described 
in these columns in the issue of Jan. 
14, 1922, the Chicago Surface Lines 
now has under construction forty-five 
similar.units. This work is being 
done under the direction of H. H. 
Adams, superintendent of shops and 
equipment. A general view of the 
first of these cars to be completed is 
shown herewith. 

Practically all of the construction 
features described for the earlier 
sample car, No. 3092, have been re- 
tained, but the new cars have been 
made one window longer... In de- 
veloping the car structure and in 
the selection of materials, constant 
consideration was given to the reduc- 
tion in weight. At the same time 


however, low maintenance and depre 
ciation are assured by a consisten 
provision for rigidity and rugged 
ness. In carrying out this policy, th 
side girder sheets are made of Ne 
12 gage steel. The body floor is o 
double thickness and the~ bumper 
and platform knees are of sufficientl: 
heavy members to assure an ampl 
factor of safety in meeting the re 
quirements of congested city service 

The general dimensions of the ne\ 
cars are as follows: 


Length over bumpers.......... 
Length over corner posts...... 
Width over side girders....... 8 ft. 43 ir 


Width ‘of “aisle .vc icv wees clam areee 28% i 
Mntrance and exit passageway 

WHEERS: 0. nossa) were 4.0 te ae 254 i 
Height from rail over trolley 

Doamds «v0.4 < 98s cee 


11 ft. 14 it 
Height from rail to top of floor 33 i 
Height from bottom of side girder 


over top of side post........ 7 ft. 14 in 
Side post centers........... 6 298 it 
Truck’ Ceneers. 3.4/9 ss: sestateiente a ft. 4 : 
Wheelbase of trucks.......... 4 ft. 
Estimated weight, complete.... 30,000 5 
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The general plan is exactly the 
same as that shown in Fig. 15 of W. 
T. Thorn’s article in this issue, page 
503, except that the length is in- 
creased by one window, or 29% in. 

The cars will be equipped with 
two G.E. 275, 60-hp. motors with 
K-68 control, and Brill 39-E maxi- 
mum traction trucks with 28-in. 
diameter driver wheels and 21-in. 
diameter pilot wheels. The selection 
of this type of equipment was the 
result of careful consideration of the 
advantages to be derived in reduced 
weight and maintenance from the 
use of two comparatively low speed, 
rugged motors, as compared with the 
smaller high-speed four-motor equip- 


required, but with no additional at- 
tention on the part of the operator 
as compared to that required in the 
operation of the usual single door 
safety cars. Careful study under 
the various conditions encountered 
has demonstrated this door arrange- 
ment to be an entirely practical de- 
vice for expediting passenger inter- 
change without imposing additional 
duties on the car operator. 

The entrance doors are operated 
by a two pipe engine connected with 
the brake valve in the customary 
manner. The exit doors are opened 
through the medium of a treadle 
which is placed in the exit passage 
on the platform and is of such liberal 


Latest Chicago one-man safety car seats fifty and is equipped with two 60-hp motors on maximum-traction trucks 


passenger is standing on the treadle, 
or will open when a passenger steps 
on the treadle. The exit door quickly 
closes and the step folds up with no 
supervision from the operator, as 
soon as the passenger steps off to the 
street, unless a succeeding passenger 
has in the meantime stepped on the 
treadle. Should this latter have oc- 
curred, the door remains continu- 
ously open with no “flapping” be- 
tween passengers. It will be readily 
appreciated that the quick closing of 
the exit door after the last passenger 
has left the car results in directing 
all entering passengers through the 
entrance passage. This expedites 
orderly loading and the collection of 


ments usually applied to cars of this 
type and used on the sample car No. 
3092. An interesting development is 
the use of aluminum for the con- 
troller frame and top, which results 
in a weight reduction of 120-lb. per 
car. 

Full safety devices are being in- 
stalled. The cars are also being 
equipped with the automatic exit 
door, which has been in successful 
passenger service on sample car 3092 
since March, 1922. The primary 
purpose of this device is auto- 
matically to prevent boarding pas- 
sengers from entering through the 
independent exit, which is provided 


for the free movement of those de- 


siring to alight, thus expediting pas- 
senger movement and the collection 
of fares. The doors are selective in 
their operation; that is, the entrance 
and exit doors may be individually or 
Spaitancously ‘opened or closed as 


¥ 


dimensions that a passenger stepping 
down into the exit passage from the 
car floor will necessarily be standing 
on the treadle. When the brake valve 
handle is placed in the “doors open” 
position to open the entrance doors, 
the exit door will also open simulta- 
neously if a passenger is standing on 
the treadle, or will open when a pas- 
senger steps on the treadle, as long 
as the valve handle remains in “doors 
open” position. The brake valves 
used are of the latest-type developed 
by the Safety Car Devices Company, 
in which “handle off” position is to 
the left of the “brake application” 
position. In addition, by a slight 
modification in the porting of the 
valve, the old lap “handle off” posi- 
tion is utilized as an “exit door open” 
position. 

In this position of the handle, the 
entrance door does not open, but the 
exit door will open immediately if a 


fares. Under a condition where a 
comparatively few people are leaving 
the car and a larger number are 
waiting to board, this arrangement 
is of particular advantage in facili- 
tating fare collection. If an alight- 
ing passenger is standing on the 
treadle when the brake valve handle 
is moved to “doors open’’ position, 
the two doors open simultaneously. 
If he is not standing on the treadle, 
only the entrance door opens when 
the brake valve handle is moved to 
“doors open” position, the exit door 
remaining closed. The latter, how- 
ever, opens quickly to allow him to 
alight, as soon as he has stepped on 
the treadle. Should a belated pas- 
senger desire to leave the car, the 
exit door will open instantly from 
the treadle, as long as the brake valve 
handle remains either in “doors 
open” or in “exit open” position, 
The entrance door remains open 
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as long as the brake valve handle is 
allowed to remain in the “doors 
open” position. When the brake 
valve handle is returned to “service 
application doors closed,” the en- 
trance door closes and also the exit 
mechanism becomes inoperative, pre- 


EEG RiGen ALE WAY J OUR NAL 


type, provided with an integrally 
mounted valve which is operated to 
open the door by the depression of a 
pin in the face of the valve, and 
which closes the door by the release 
of this pin. The valve pin is actu- 
ated. from the exit treadle by means 
of a light rod 
extending up 
through the 
stanchion which 
separates the en- 
trance and exit 
passages. The 
lower end of this 
rod is connected 
to a lever actu- 
ated from the 
floor treadle, so 
as to magnify 
the motion re- 
sulting from a 
depression of the 
treadle when it 
is stepped on by 
a passenger. 


Arrangement of automatic exit door apparatus above header 


———— 


venting the exit door from being 
opened by a passenger stepping on 
the treadle. 

If the exit door has been held open 
by a passenger standing on the 
treadle who does not desire to leave 
the car the movement of the brake 
valve handle to “doors closed’ posi- 
tion results in the simultaneous clos- 
ing of both the entrance and exit 
doors, even though the passenger 
continues standing on the treadle. 
Thus, although the mechanism re- 
mains in position to open instantly 
to enable a belated passenger to leave 
the car, as long as the operator’s 
brake valve handle remains in “doors 
open” position, all doors are effec- 
tively locked as soon as the brake 
valve handle is returned to “doors 
closed” position. 

The air for operating the exit en- 
gine is taken directly from the emer- 
gency line, so that if the brake sys- 
tem is thrown into “emergency’’ all 
doors on the car become balanced, 
enabling them to be pushed open by 
passengers. This includes the auto- 
matic exit doors as well as the en- 
trance doors. 

The operations described are ob- 
tained through the medium of a com- 
paratively simple device. The en- 
gines are small, compact units, which 
were designed by the National Pneu- 
matic Company, to meet the require- 
ments imposed. They are mounted 
over the doors on the header. The 
exit door engine is of the one-pipe 


* 


The maximum 
treadle depres- 
sion required does not exceed xe to 4 
in. In order to operate successfully 
under a comparatively light impulse, 
such as would be transmitted by a 
small child; the treadle itself is sup- 
ported on arms which extend below 
the platform floor and beyond the 
edge of the treadle opening. On the 
front end of these arms, the exit step 
brackets are located, so that the step 
and treadle are connected together in 
such a way that the mechanism re- 
mains in the depressed position as 
long as a passenger is on either the 
treadle or the exit step. The general 
construction of this mechanism is 
illustrated below. 

The upper end of the rod extend- 
ing through the vertical stanchion 


be-Up through door header 
I] _.- Stanchion 


Vol. 60, No. 14 


moved to “exit open” or “doors open” 
position, a small air cylinder is pro- ~ 
vided which prevents the exit en- 
gine valve from functioning until 
after the brake valve handle has been 
moved to the prorer position by the 
operator and the treadle has been 
depressed by a passenger. No valve 
mechanism is used under the treadle. 

It is apparent that the design is 
essentially mechanical in its opera- 
tion and that the construction used 
eliminates the possibility of failure 
due to the accumulation of ice, mud 
or snow. “In the initial installation 
of the device on car No. 3092, it was 
operated for long periods through 
exceedingly bad weather, and has 
amply demonstrated its reliability 
even under very adverse conditions. 
The small motion of all movable 
parts results in little wear. 

An auxiliary control is provided 
for use in terminal loading, where it 
may be desirable to allow boarding 
passengers to enter through both 
doors. This is connected mechani- 
cally with the exit engine valve and 
enables the operator to open the exit 
door whether or not a passenger is 
on the treadle. When the door is 
opened in this manner, it remains 
open until the brakes are released. 
The closing operation is effected by 
the simple release of the brakes with- 
out any further attention to the aux- 
iliary control handle, which resumes 
its normal position automatically. 
This feature is of value when chang- 
ing ends at a terminal. Under this 
condition, the exit door may be 
opened as described, and allowed to 
remain open for passengers to enter 
while the operator is changing han- 
dles and taking his position at the 
opposite end of the car. In inclement 
weather, this is a particularly con- 
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Sectional view of treadle and exit step mechanism 


mentioned is connected through a 
small rocker arm to a counterghaft 
above the door header, which upon 
being rotated slightly, transmits the 
motion of the treadle to the exit en- 
gine valve. In order to prevent the 
exit door from opening until after 
the brake valve handle has been 


venient feature. Release of the 
brakes from either end of the car re- 
sults in closing the exit door, even 
though it were opened from the op- 
posite end. The auxiliary control 
handle is interlocked so that the door 
cannot be opened by this means except 
upon applying full brake pressure. 
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High-Speed Light-Weight 
Interurban Cars — 


Western Ohio Railway’s New Equipment, Weighing Only 
32,462 Lb., Enables This High-Speed Interurban 
Railway to Maintain 45 M.p.h. Schedule at 
Considerably Low Operating Cost 

FEW weeks ago the Western Ohio Railway placed 

in operation ten 45-ft. light-weight interurban cars 
developed by the G. C. Kuhlman Car Company, Cleve- 
land, and mounted on Brill light-weight truck No. 77- 
E-1, which have most satisfactorily met the highest 
expectations of the operating company. This high- 
speed interurban line operates from Findlay through 
Lima to Piqua, in the western part of Ohio, a 113-mile 
line on which a schedule speed of. 45 m.p.h. is main- 
tained. In the short space of time these cars have been 
in service they have clearly demonstrated their ability 
as far as speed requirements are concerned. In fact, 
in some of the tests which have been made these cars 
easily made 50 m.p.h. Their weight of 32,462 Ib. is 
less than half that of the high-speed cars displaced and 
the railway company’s engineers report that power con- 
sumption is also reduced one-half. These are the first 
light-weight cars developed for the high-speed inter- 


urban service and the general acclaim which has met . 


their introduction, both from the railway’s officials and 
passengers, indicates more than anything else the suc- 
cess of this accomplishment of providing light-weight 
ears for high-speed lines. 

As will be noted in the illustrations, this car conforms 
in general appearance to standard interurban equip- 
ment. It is of a combination passenger, smoking and 
baggage type, measures 34 ft. 2% in. over the corner 
posts, 45 ft. 0% in. over the bumpers and has a seating 
capacity of forty-eight passengers, six of whom are 
accommodated on folding seats in the baggage com- 
partment. There is a 4-ft. sliding door on each side 
of the baggage compartment at the forward end. The 
rear platform, by way of which passenger entrance and 
exit is made, is inclosed on each side by a two-leaf 
folding door over stationary type steps. 

The body construction is entirely of steel commercial 
shapes and pressings and includes sides of built-up steel 
girders extending from the side sill angles to the win- 
dow sills, sheathed on the outside with No. 13 gage 
sheet steel side girder plates. Double corner posts are 
used and T-section side posts divide the double windows. 
These are placed 5 ft. 4 in. apart and extend from the 
side sill angle to the No. 16 pressed steel letter board. 
There is a T-section sub-post dividing each window in 


SEATS ARE ARRANGED FOR COMFORT DURING LONG TRIPS 


two parts which extends from the top compression mem- 
ber of the side girder at the window sill to the letter 
board. . Pressed steel carlines, riveted to the letter board 
flange, support a #-in. Haskelite veneer roof securely 
clamped at all edges to the letter panel flange and car- 
lines by the special method of the car builder. 

The side window sash are of the double type, each 
upper sash spanning two lower sash. All lower sash, 
which are arranged to raise, have brass sash stiles 
which fit into the grooves of the Brill “Renitent”’ spring 
brass post casings. This type of post construction holds 
the window sash under compression, preventing sash 
rattle and providing a sash fit which is air, dust and 
water tight. 

Inside the body at the forward end there is an open 
archway, while at the rear there is a closed bulkhead 
fitted with a swing type door. Between the compart- 
ments there is a partition made of cherry, having a swing 


PRINCIPAL DIMENSIONS AND WEIGHTS 


Léngth: Over COLrneb Posts ais vels.chenders Ris ctabe lets: ehalsia-ealeterere 34 ft. 22 in, 
engeth over Plaghories aw slots ees wis secede Mopars. vv, ¥ cacegs aveus.e 43 ft. 9Z in. 
Riength. Overy PUMP Seah rersretds «lets tets, aietatethons oo ciel etere sors 6 45 ft. Ogin. 
Width: OV. Gr SideSir gests ome er elere sera cies Seweterevelicis.vrere sis eyecare a 8ft. 6 in. 
Eixtreme- Wid th. mencimesemnmnguecttersiere a na arene <erays O's) 27 wee g 8 ft. 84 in. 
reisht. Tail tOusice Sills tater telete (encteieieay eve se rete) a vere esl «os cls 2ft. 2% in. 
Heiteht,railover trolley bOards)) cieerets-cimieiais wists = © oe 10 ft. 7gin. 
Beizht, -ralh te Stepacas algae craves pieiela RT SUPE eS ory 8 183 in. 
iielent, Step tO; DlatlOnmyee sa ctabiee <tatepeimeters cfs tc sche elles 152 in. 
Weight of body, less electric and air equipment....... 14,382 lb. 
Weight of electrical equipment on body............+. 1,200 lb. 
Weizeht of air equipment’ on body Taine. ae. a se 1,500 lb 
Weight (Of PIMOLOLS gp icrrrieca <mectrcle semen ards Tons She, av oh of olhas 5,114 lb 
Weight of trucks, including gears... .. 6. 40... e ees 10,266 Ib 
Total -weisit che ects oon draes ae, bo shot oS caal tae tips rps ep: ee 375) 018 8 32,462 lb 
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type door fitted with stationary sash, except that be- 
tween the smoking and baggage compartments, which 
is paneled on each side of the door. 

Below the windows on each side the construction is 
insulated for heat and cold by the installation of spe- 
cially treated balsa wood, ? in. thick, covered with thin 
linoleum painted to conform to the interior finish. Ali 
window sill cappings and interior moldings as well as 
the Brill spring brass “Renitent” post casings are 


NEw DESIGN INTERURBAN TRUCK ON WESTERN OHIO CARS 


painted cherry. The ceiling, the underside of the three- 
ply veneer roof, is finished in white enamel as no in- 
terior headlinings are required. 

As indicated on the accompanying diagram, a saloon 
is located in the rear right-hand corner of the passenger 
compartment. Provision is made in this saloon for the 
usual water cooler. All transverse seats are of the Brill 
non-reversible type for interurban service with pressed- 
steel aisle plates and aisle rests with wood caps. Those 
in the passenger compartment are upholstered in plain 
green plush, while those in the smoking compartment 
are upholstered in imitation leather. These seats pro- 
vide the kind of passenger comfort so essential to long 
interurban service and which must necessarily be con- 
sidered in any type equipment for this class service. 
The longitudinal seats in the baggage compartment are 
of the folding slat type. 

The electrical equipment of these cars includes four 
G. E. No. 265 motors (35 hp.), with K-35 control for 
single-end operation, and G. E. straight airbrake equip- 
ment, with an emergency feature having a conductor’s 
valve at the rear end, is also used. 

Much attention was given to the question of trucks, 
taking into consideration the questions of weight, com- 


PLAN OF WESTERN OHIO RAILWAY’S NEW CARS 


fort and safety. The Brill No. 77-E-1 truck, which was 
adopted, has a 5-ft. 4-in. wheelbase, 26-in. diameter 
rolled steel wheels, 34-in. tread and {-in. flange. There 
are many features of this truck which adapt it to.this 
particular class of service. It has solid-forged side 
frames, is comparatively light in weight and includes a 
number of patented features which have an important 
influence on the comfortable riding action of this type 
truck. 

While the weight of 32,462 lb. for the car in complete 
running order is higher than other cars of the same 


proportions, the body is considered equally as light as 


the lightest car of its size yet developed, and the weight 
is attributed to the heavier equipment required in high- 
speed interurban service. : 


» employees adopted in April, 1919. 


Representation Plan Highly Successful 


OR almost four years now the “representation plan” 

on the Kansas City (Mo.) Railways has been tested 
in the crucible of daily experience and has emerged as 
perfect in its record of accomplishment as anything 
of the kind could be expected to'do. How well-nigh 
perfect the record has been is, perhaps. best attested 
by the statement that not one case coming up for 
settlement has ever got as far as the central committee 
and that 99 per cent of the cases are settled in the divi- 
sion committees. There have been very few appeals 
to the general mechanical and general transportation 
committees. In short, four years use of the plan has 
demonstrated conclusively that the objects sought to 
be accomplished have been accomplished, namely: 

1. Insure to every employee exact justice in all matters of 
discipline or discharge. 

2. Settle and adjust promptly all questions affecting 
wages and working conditions. 

3. Provide for compulsory arbitration as a last resort. 

4. Insure co-operation between employees and manage- 
ment in all matters affecting the operation of the company 
and the welfare of its employees. 

5. Insure continuous, uninterrupted transportation sery- 
ice to the public. 

The general plan as put into effect on April 1, 1919, 
has been revised by the employees and their commit- 
tees twice since its adoption, changes being minor 
organization ones. The range of activities under this 
system comprises everything connected with the opera- 
tion of the:road. Committees form the machinery for 
considering every possible thing that is taken up. 
About half the time of the committees is taken up in 
adjusting grievances and settling disputes. 

In the three years of the work of the plan, F. G. 
Buffe, general manager of the company, the author of 
the plan, has never had a single case appealed to him, 
despite the fact that there are more than 3,000 em- 
ployees. This is all the more remarkable when it is 
considered all matters affecting the relations between 
the company and its employees, after following the 
various courses of appeal, rest for final settlement in 
the hands of the central committee, but that no em- 
ployee is prevented from acting individually or taking 
up any matter with any official of the company or the 
receiver. In a pamphlet on the plan Mr. Buffe said: 

The Kansas City Representation Plan has now been in 
effect for four years and, with slight modifications made 


by the central committee, is substantially the same as the 
It provides for the rep- 


resentation of the employees of this company in its manage- 
ment and gives them complete committee representation to 
adjust any grievances that may arise affecting the individ- 
ual case, working conditions or wages. 

One of the chief reasons for the continued success of the 
company has been the wonderful spirit of co-operation shown. 

Another little booklet issued by the company con- 
tains an account of the various activities which are 
supported by and for the men. The building and loan 
association now has assets exceeding $300,000 and the 
monthly pay-roll deductions are more than $10,000. 
The brotherhood, as it is known, meets once a month. 
Of the 3,000 employees eligible for membership in it, 
more than 2,800 belong. Members are entitled to a 
most imposing list of benefits for monthly dues of $1.75 
each. Mr. Buffe is quoted: 

Iido not believe [ am exaggerating when I say that the 
labor situation in Kansas City, as far as we are concerned, 
is no longer a problem. It has never been my pleasure 
to see a better satisfied or more contented bunch of em- 
ployees, and you. can’t, knock the Kansas City Railways 
to any one of them without having an argument then and 
there. 
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Riding on a Pass 


Studies Are Given of Long- Standing European and Recently Devised 
American Forms of Blanket Transportation with Com- 
ments as to Their Relative Advantages 


By WALTER JACKSON 
Fares Consultant 


unlimited-ride, transferable pass inaugurated 

on the Racine division of the Milwaukee Elec- 
ric Railway & Light Company on Aug. 18, 1919, many 
lectric railway operators held that this or any other 
orm of non-recorded, intangible transportation was 
mpracticable. As a matter of fact, there was: nothing 
lew in the idea of the pass itself but only in the manner 
f fixing its price, its period of validity, restrictions as 
0 use and selling effort or advertising. Its practica- 
jility under American fare conditions has now been 
lemonstrated not only at Racine (63,000 people), but 
so at Kenosha (44,000 people) since Jan. 24, 1921; 
Youngstown (146,000) since Oct. 3, 1921; Beaver Valley 
fraction Company (cross-country line serving 64,000 


Weer the writer first suggested the weekly, 


casual patron’s fare was raised from 7 to 10 cents cash 
straight. On Jan. 1, 1922, however, the Joliet (38,000 
people) Electric Railway adopted this plan at a time 
when the straight cash fare was 10 cents, so that an 
increase in gross revenue would be attainable only 
through a heavy increase in riding. 

Since both the weekly and monthly passes have at- 
tracted much attention and are likely to be adopted by 
many others, it seems appropriate now to discuss the 
types used on foreign city and rapid transit lines. It 
was personal study of these examples that led to the 
suggestion of a weekly unlimited-ride, transferable pass 
based upon the cost of more than twelve full fares a 
week. 

Zurich is an industrial city of 205,000 population with 


ot At Lert, YEARLY PASS OF THE ZURICH MUNICIPAL RAILWAY. 


eople) since Feb. 13, 1922; Fort Wayne (86,000 peo- 
ey since Feb. 27, 1922: Terre Haute, Ind., and Mead- 
ile, Pa., since May 1, 1922; Fort Smith, Ark., May 
9, 1922; also Gainesville, Ga.; Tacoma, Berri and 
ellingham, Wash.; Houghton, Mich.; St. John, N. B.; 
aducah, Ky., etc. In all some twenty cities are using 
he pass. The Chicago Elevated Railways also filed 
oa fare scale to include a $1.25 pass as of Sept. 18, 


nd applications for the Pomona and Riverside systems 
‘the Pacific Electric Railway, Astoria, Ore., and the 
shington-Virginia Railway are in hand. 
Again in August, 1920, the Mason City (20,000 peo- 
) & Clear Lake Railroad inaugurated a personal 
nthly ticket originated by R. Schaddelee, president 
the company. Although the holder of the ticket does 
ve to pay a tangible fare per ride, the ticket is in 
a pass which allows a lower rate per ride and 
refore comes within the scope of this study. In 
vember, 1921, the same plan became effective on the 
linton, Davenport & Muscatine ‘Railway (16,000 peo- 
in Muscatine) with which Mr. Schaddelee is also 
on nected. In both these cases the pass was introduced 
give a lower rate to the steady rider while the 


THE RENEWABLE ZURICH MONTHLY PAss Is AT THE RIGHT 


publicly owned street railways. . Like most foreign lines 
the latter have a variety of fares that would stagger 


‘operators used to the charming, but not necessarily 


economic, simplicity of most American systems. The 
fare schedules inaugurated as of April 26, 1920, show: 

Single-trip cash fares of 20, 30 and 40 rappen (or 
4, 6 and 8 cents), according to distance. 

Bound booklets containing eighteen tickets for 5 
francs and good over the entire system, twenty-eight 
tickets for 5 francs good only for one zone or thirty- 
three tickets for 5 francs good only for rides before 
7:45 am. These tickets must be detached by or in 
presence of the conductor, but as many people may ride 
simultaneously as there are tickets available. 

The passes issued in Zurich cover periods from one 
year down to one month. Those sold to the general 
public are not transferable and must bear the buyer’s 
photograph. Those purchased by the post office and the 
telephone and telegraph department are merely num- 
bered and their use is limited to employees of these 
government bureaus. There are also special passes for 
children who are aided by the municipal welfare bureau 
and for students (school days only) in the local school 
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of forestry. Still another variety is involved in the 
purchase of an extra-fare pass for those Zurich pass- 
holders who wish to ride on the Hongg suburban divi- 
sion. Finally; there is a package pass which is pur- 
chased by merchants for their messengers. This pass 
does not cover personal fare but does cover the right 
to transport packages that would otherwise have to be 
paid for by the piece. 

All passes are made up in the form of a pair of 
stiffly-bound cloth covers. They are not transferable. 
Usually the regulations, name of user, cost, etc., are 
printed on the paper pasted inside these boards, but the 
passes issued to government employees also have outer 
identification as the covers are of a different color. 


THE BEAVER VALLEY TRACTION Sohne & 
PITFSBURGH & BEAVER ST. RY. COMPANY 


Cn APR. PASS - 


3 APR 23.1922. 
: £60 i IN ALL ZONES ~ 


dusgnagcars of The Beaver Valley Traction Company 
& ee chopnage ver Street Railway Company, in any zone 
inl the déys dnoWn on this pass. 


NOT TRANSFERABLE, 
RATE £2. Ge. Qo, ~ 


fated must be shown to the conduct 
m entering and Tee 
| veer andi is is seodifor only ane (1) passenger. 


THIS TICKET 1@ TO BE GIVEN UP ON EXPIRY. 


rides a day. Those who start with a monthly pass may 
purchase (through stamps as shown) an extension at 
the rate of 27 francs per month within the same cal- 
endar year. If such a purchaser started in January, his 
total cost would be 309 frances or only 4 francs more 
than the one who could afford the entire year’s outlay 
at once. ‘ Each passholder also deposits 5 francs, which 
is forfeited to the employee’s benefit fund if the pass 
is not returned within three days after expiration. 
During the year 1920, there were sold 491 annual, 
3,244 semi-annual and 27,426 monthly adult, individual 
passes which were responsible for 6,342,480 out of a 
total of 48,618,232 passengers. About 50 per cent of 
all passengers paid full fare; about 20 per cent pur- 


Terre Haute, Indianapoli ern Traction Co. 
Terre Ha 
WEEKLY PASS, No. 107 


SEASON TICKET. 


MAY 22— mapas , 1922, Inclusive 


ot th is company within the 
on the face of 


ute within the days 
Pass must be or upon entering car 


Pass bearer 
one-fare limits of the 
shown 


and is good for a one pa: | De: 


GENERAL MANAGER 


Stadtische Strassenbahn. Zurich 
Zusatzkarte 
hum Jahresabonnement 
Qe. s.. 19) ahs 


fOr die Strecke 
Grenzstein Hingg — Endstation Hoag 


Taxe Fr. 90.— 


Slehe Rdokselte. 


GROUP OF TYPICAL EUROPEAN AND AMERICAN PASSES 


Upper row, left to right: Beaver Valley Traction Compan -, London Underground Railways, Terre Haute City Lines. 
Lower row, left to right: Fort Wayne (Ind.) City Lines, Zurich (Switzerland) supplemen- 
tary ticket for Hongg division, Muscatine (Icwa) City Lines 


The passholder who rides on the Hongg division must 
also show a separate card. There is no registration on 
the car to show how often each class of passholder 
rides, but four rides a day and 360 days in the year 
are used in estimating the volume of pass traffic. 

How does the Zurich management, after many years 
of experience, determine the cost of the passes used by 
the general public? 

The annual pass is sold at 305 francs, which is equiv- 
alent to 83.5 rappen a day. As the maximum single-trip 
fare is 40 rappen, the cost of the pass is equal to 2.1 
rides a day. For this, the holder probably averages 
four to five rides per working day, as Zurich is a com- 
pactly built city and the average business man and 
woman allow more time for the luncheon period than 
here. 

The semi-annual pass is sold for 155 francs or 83.6 
rappen a day, making the cost per trip almost the same 
as to the annual passholder.. A monthly pass at 32 
francs costs a bit more per day, viz., 1.03 francs or 
a little more than two and one-half times the price of a 
single-trip maximum-length ride at 40 rappen. But, 
of course, the passholder will average more than two 


chased the different varieties of 5-franc booklets, whil 
the rest were on either personal or public passes. 

In the fiscal year ended May 31, 1920, the Aberdee: 
(population 165,000) Corporation Tramways derive 
approximately 3.5 per cent of its passenger revenu 
from the sale of quarterly passes, locally termed “com 
position tickets.” These are non-transferable clot 
covered boards similar to the type used at Zurich, bu 
no photograph ef the passholder is required. The pas 
is made out for any desired number of zones betwee 
specified points. The adult’s rate is £1 for the firs 
2,100 ft. and 8d. for every additional 300 ft.; passe 
for children under fifteen years are half price. 

To see how the adult fare shapes up against single 
trip rides, the Mannofield route may be taken for corm 
parison, as this is one on which the passes have bee 
responsible for as much as 20 per cent of the ridins 
This: route: has an over-all fare of 2d. for its length c¢ 
2.06 miles. The average length of ride of a 2d. ride 
however, may be taken at 1.75 miles. A regular ride 
over that distance would therefore have to pay for 
stretch of 9,240 ft., which would cost him £1 for th 
first 2,100 ft. and 8d. more for each additional strete 
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of 300 ft. (300 ft. into 7,140 ft. or 23.1 x 8d.). This 
equals 424.8d. for say ninety days’ riding, or 4.7d. a 
day. Two cash trips would cost 4d. anyway, so that for 
0.7d. a day the passholder gets all the extra, off-peak 
rides he wants. 


BLACKPOOL CALLS THEM “CONTRACT TICKETS” 


The famous English bathing resort, Blackpool (popu- 
lation 58,000), sold during the fiscal year ended March 
31, 1921, a total of 5,468 annual passes locally termed 
“contract tickets.” The revenue from this source was 
£14,896, which was approximately 5 per cent of the 
total traffic receipts of £276,598. Contract tickets are 
so called from the fact that they are applied for on a 
formidable contract form which shows the prices for 
different stages and the reduction for juveniles under 
eighteen years of age. Up to July, 1919, an over-all 
pass cost only £3, or 720d. for anywhere up to 1,825 
rides a year, assuming five rides a day—the general 
manager’s estimate. The cost was doubled at that 
time, making the relation stand at 1,440d. for 1,825 
rides. Even on the basis of four rides a day for 360 
days in the year, there would be 1,440 rides, making 
the cost 1d. per ride, whereas the average distance for 
a penny in June, 1921, was only 0.9 mile. An over-all 
passholder would average a much longer trip than this; 
if not, he could buy a “one-section” pass at half price. 
So regarded from any angle, the cost of the Blackpool 
pass is far too low to be economic. 

A feature common to both the Zurich and Blackpool 
contracts is that in the event of the passholder’s death 
or other special causes, a rebate is made. At Blackpool, 
the matter is left to the discretion of the general man- 
ager; at Zurich the restitution amounts to 9 francs for 
each unused half of a calendar month following at least 
one month’s illness or absence. 


LONDON’S STATION-TO-STATION PASSES 


In addition to its endless variety of graduated single- 
trip fares and special round-trip fares, the London 
Underground Electric Railways also issues passes called 
“season tickets” or “seasons’’ between any desired sta- 
tions and good also for all intermediate stations. They 
are sold for annual, semi-annual, quarterly and monthly 
periods good only for the purchaser. Half-rate passes 


are obtainable also for children under fifteen years of: 
age, for juveniles such as apprentices, clerks, etc., under: 


eighteen years of age. Passes are issued at once from 
the season ticket office, or on twenty-four hours notice 
from any booking station. Season tickets must be re- 
turned within one-day after expiration. There is no 
penalty for failure to do so, but the company may refuse 
to issue a new pass if the old one is not turned in. No 
allowance is made for the unused portion of monthly 
tickets. To encourage contracts for the longer period, 
the cost of a monthly ticket is 10 per cent higher per 
diem than a quarterly ticket. 

The principle of fare fixing used in connection with 
London “seasons” is akin to that of the American steam 
railroad commutation book except that the “season” 
.is good for an unlimited number of rides within the 
time limits. In general, a patron who lives too far‘out 
to go home for lunch averages a daily fare expense 
below that of two cash rides. In addition to this reduc- 
tion based on his twelve compulsory rides a week. he 
gets all his evening and holiday riding for nothing. 
The natural consequence is that he is more likely to go 
out then than if he had to pay fare. In doing so, he 
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will have one or more companions going the same way 
for whom fare must be paid unless they also are 
passholders. 

On the other hand, a person living close enough to 
his work to average four rides a day may be assessed 
the cost cf two and one-half to three cash rides. In 
this way, he gets his off-peak rides at a very low rate; 
and like his long-distance brother takes out his family 
or friends oftener than he would if he had no pass for 
himself. 

The London season ticket is nothing more than a 
in., on which is stamped 
the date of expiration. Where it is not worth while to 
print the names of the stations, a rubber stamp serves 
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THIS Pass (COMPOSITION TICKET) USED AT ABERDEEN FOLDS AND 


Has A STIFF CLOTH BAckK 


the purpose. Thus: “Golders Green and Chancery 
Lane via Tottenham Court Road and Central London 
Ry.” is printed, while “Strand and Knightsbridge via 
Leicester Square” is stamped. The pass bears the sig- 
nature of the user. : 


VIENNA USES PHOTO IDENTIFICATION 


The Vienna Municipal Tramways probably has a 
greater variety of passes than any other street railway 
in the world—or did. The writer cannot. guarantee 
what the present practice is for there have been numer- 
ous changes in fare since his visit in 1921. With 
a wildly fluctuating exchange, the management can 
hardly afford to make even a monthly agreement with a 
passenger. 

One pass covering the period of Jan. 2-July 1, 1921, 
was sold for 2,300 kroner and was good only in fare 
area I, exclusive of any special-fare sections therein. 
A space was provided for the passholder’s photograph. 
The opposite side carried the expression: ‘Netzkarte 
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No. ......” or “Pass No. ...... Section I” with lines 
for the name, address and signature of the purchaser. 
The wording at the bottom was to the effect that the 
pass is not transferable and that it would be taken up 
if found in the wrong hands. The pass is illustrated. 

A variety that seems peculiar to Vienna is the type 
of pass which is not good for a ride in itself but which 
entitles the holder to a reduced rate—just like the 
Schaddelee monthly personal ticket—except that no 
service charge is involved. Such a pass is granted, for 
example, to residents along the trackless trolley exten- 
sion, inasmuch as they are already penalized for higher 
fares through being long riders on the city system; or 
it may be granted to employees of certain factories; to 
school children, etc. In many cases of this kind, identi- 


LONDON ELECTRIC RAILWAY. 


APPLICATION FOR SEASON TICKET. 


To be issued direct at the Seasons Ticket Office, Oxford Circus Station, or on 24 hours notice through 
Station Booking Office 


THE COMPANY RESERVE THE RIGHT TO DECLINE TO ISSUE SEASON TICKETS. 


Name in full 
(Mr,, Mra, or Miss) 


Residence. 


Class —____Moonths. —— 


Ce NI 


Commencing date. 


Between 


Roate. 


Ur HALF-RATE TICKET IS DESIRED, PLEASE STATE cipal 
AND ATTACH THE NECESSARY CERTIFICATE 


If remittance adic plese state amount here: 4 : Ss. d. 


IGbecusel sbenld) bes cea g panne Gt eadoa si sactrie ewer Cay ue Oromo eee aloes 
liams Deacon’s Bank Ltd.” 


Please sive particalots sf of present } ‘Number 


If Ticket to-be called for at q Station, please state name of Station here: 


Date of expiry. 


CONDITIONS OF ISSUE, 


I agree to aeeept the Season Ticket issued to me or any farther Ticket in continuation 
or renewal thereof subject to the Regulations and Conditions as sét forth on the back 
hereof, and I. agree that the acceptance of a Season Ticket bv me shall be held 
to constitute the acceptance of the aforesaid Regulations and Conditions. 


Signature of Applicant. 


To the CHIEF PASSENGER AGENT, 
LONDON siecteie BREAN? 


sean OXFORD Clk CIRCUS STATION, 


ARGYLL STREET, W.e 
Application tor Season Ticket. 


G9 7-90) 


(SEB BACK.) 


counting fare receipts at the same time. The only 
British registration devices, outside of these punches, 
are the London Underground Railways’ cash registers, 
which are used at the more important stations to 
record excess fare upon the exit of over-riding passen- 
gers. These practices are worth keeping in mind be- 
cause of the basic difference from the American schemes 
of collecting and recording fares. 

It will be observed from the foregoing that all of 
the foreign passes are restricted to the purchaser. This 
has always struck the writer as unenforceable, unneces- 
sary and annoying. The larger the city, the greater 
the difficulty of identifying the bearer as the purchaser; 
and supposing it were possible to get information, the 
conductor would have no time-.for such palaver during 


REGULATIONS AND CONDITIONS UNDER WHICH SEASON 
TICKETS ARE ISSUED. 


1; Season Tickets are issued-and must be used subject to, and in conformity with, the Bye-laws, 
Rules, Regulations and arrangements from tite to time in force on every Railway over or on which 
the said tickets are available, including alterations, in the number and times fixed for the starting or 
arrival. of traitis, The Company is not under any’ circumstances whatsoever to be held liable for any 
consequences ‘arising from. such alterations ‘nor for want :of accommodation, in any train nor. for any 
detention or delay in the starting or artival of trains, 


‘The Company is not under any circumstances whatsoever to be held liable for the discontinuance, 
whether permanent or otherwise, of the running of any trains or for any consequences arising from such 
discontinuance. 


3. Season ‘Tickets are only available at and between the Stations named thereon, including (unless 
otherwise stated) intermediate Stations. If .used to a Station beyond, the full single ordinary fare is 
payable for the additional journey travelled. 


4, A Season ‘Ticket is not transferable, apd if transferred will: be forfeited, and the person 
using it and the person who transferred it will be liable to prosecution. ex 


5. A.Séason ‘Tickét is issued on the express condition that it is not available for ‘any 3 
unless it is luced on demand to any Officer or Servant of any Company over any portion of whose 
line such ticket is available, or at an exchdaye point, or en route, or at any Station where thé holder has 
travelled to, to which the Season ‘Ticket is not Fvailable. If such ticket-is not so produced, the holder 
thereof shall be deemed sot to have paid the fare for that ieee journey, and such fare shall be 
recoveralite by the Company from such holder. No refund fare will be made. 


6. Should a Season Ticket be lost, immediate notice must be gwen to the issuing Company, 
The holder of the original ticket ig not entitled to a duplicate ticket, but a duplicate may, in the 
discretion-of the Compuny,—be “issued upon payment of a charge of 10% of its ‘value (minimum 
charge 2/6, if the original ticket was issued for a period of more than one m or 1/- fora period 
ch chest) Should sk poate te Pe be at once returned to the 
ompany. 


7. A Season Tescsiss the) propery ok. seers 
Company immtediatcly on its expiration. 
expiration will‘not be renewed from any oe pager and should an i 
of the old ticket and the date on which the new ticket is tak 
fares paid’in:the interim will.be entertained, 


8. Any holder of a Season Ticket, travelling in a class of carriage superior to 
eerily Sioa enter 


g. ‘Fhe holder of a Season Ticket is not entitled to peers 
‘The Company will not bind itself to carry such holder in any 
if the holder travels by any train not’ provided with the pea 
the difference fn fare will not be refunded. 


19, ‘The Company may decline to issue or renew a Sacane Ticket. 


a1. A Season ‘Ticket is liable to forfeiture if there be & breach of any of these Regulations and” 
Conditions, 


12. If the Ticket be defaced or-betome illegible, the holder shall return it to the Company, who. 
will issue a new one-in exchange at the charge of one shilling. ee 
1g. ‘The acceptance of a Season Ticket will be held to constitute an of the Regulal 
oats be accepts acceptance ¢ Regulations 


EXPIRED SEASON TICKETS. 


Passengers are requested to return expired Tickets by post or otherwise to the Com 
Ticket Office, or to one of its Booking Offices, or to the Chief Passenger Agent's 
reach the Compaby not later than ihe day Soe Bele e SE 


FRONT AND BACK OF ONE OF THE SIMPLER FoRMS OF APPLICATION REQUIRED IN EUROPE FROM THE PERSON DESIRING TO 
PuRCHASE A Pass (OR SEASON TICKET) 


fication as to person and residence must be attested by 
the captain of the local police precinct! Obviously, 
American car riders would be unwilling to go through 
such procedure. 


GENERAL EUROPEAN SURVEY 


As regards pass inspection abroad: On surface lines, 
the pass is inspected by the conductor “‘on the nod,’’ to 
use a British expression. It is also subject to a second 
visé by the inspector who makes surprise boardings 
to see that the passenger has either a receipt for fare 
paid or a pass. On the London Underground, the pass 
is viséd on entering the station and again on leaving 
the station. The single-trip rider gives up his ticket 
at the exit station. No registration devices are used 
on Continental tramways, but some German street rail- 
ways have taken up locked fareboxes lately. British 
tramways use a portable bell punch for perforating and 


rush hours. The restriction is also unnecessary in 
that the pass is a thing of value that the owner parts 
with only in exceptional cases. The restriction is an- 
noying in compelling the patron to visit some central 
office and go through a lot of red tape. It is only on 
the London Underground that the latter procedure is 
simplified through having a pass agency at every sta- 
tion. Such rules compel a great deal of clerical work 
although there is an offset in the reduction of tickets 
and change-making required. 

Having tested these restrictions by riding freely on 
the passes of others, the writer concluded that it was 
not worth’ while to promulgate rules that are difficult 
if not impossible to enforce. Therefore, the weekly pass 
has been made fully transferable, and this transfer- 
ability has been made a selling point. People always 
will want to do as they please with their own. If they 
resent restrictions, they will welcome an invitation to 
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“Go to it and give the pass to anybody, provided it is 
used for but one ride at one time.” 
The limitation of the pass to a month or more also 
seemed unnecessary. Such long periods prevent she 
working classes and clerical people from purchasing 
them because they cannot lay out the necessary amount 
in advance. Hence we have the situation that those 
who get the lowest fares are those who could best afford 
the highest rates. The natural antithesis is the uneco- 
nomic workman’s limited-hours rate. It seemed better 
to put the pass on the shortest practicable basis—one 
~-week—and to charge more than twelve single-trip 
fares for the same. In this way, the ratio of pass- 
holders and riders in American cities has already grown 
' greater in months than it became abroad after a gener- 
ation; and instead of getting less per diem from these 
wholesale riders, the American operator gets more. 


DIVERGENT OBJECTS OF THE MONTHLY PERSONAL 
TICKET AND WEEKLY TRANSFERABLE PASS 


Both the monthly personal ticket and the weekly 
_ transferable pass have seen enough service to give some 
idea of what each accomplishes. As might be expected, 
applications have already been made to conditions that 
_were not originally held of first importance. Thus, the 
pass put on at Racine in lieu of a zone fare has proved 
exceedingly effective at Youngstown in cutting jitney 
competition; while the monthly ticket intended at Mason 
City and Muscatine to grant a low rate to regular 
-riders while raising the fare to casuals has also been 
instituted at Joliet, although the maximum fare of 10 
cents had already been attained there. No two of the 
cases are alike, yet some interesting speculations are 
permissible on the basis of the results attained. 
_ Thus in any given city, one would find more buyers 
for the monthly ticket than for the weekly pass, because 
it is easier to secure 50 cents a month than 85 cents, 
$1, $1.25 or more per week. Also, the monthly ticket 
holder averages fewer rides than a weekly passholder 
_because he still has to pay money each time. On the 
other hand, the big reduction which even two rides a 
day means to him, makes it essential to induce a ticket 
_ user to ride at least two and five-tenths to three times 
a day to be a profitable customer. Contrariwise, the 
weekly passholder having paid for all his riding in ad- 
vance uses the service at will and is sure to average 
a much greater use of the service, although it is obvious 
he cannot take more than two rush-hour rides in any 
ase. Figures to illustrate these points may now be 
piven. 


Ken 


THE MONTHLY TICKET TO DATE 


Mason City, Iowa, has had monthly tickets: since 
August, 1920. These were put on when the standard 
5-cent fare was raised to 10 cents. The company did 
not push the sale of the ticket, so as late as January, 


the number of tickets sold in January, 1922 (the third 
month of use), was 1,261. It seems likely that the 
erage Mason City passholder is a bit wealthier, for 
transportation bargains are snapped up by the well-to-do 


ed 2.267 rides a day at a net cost of 5.782 cents per 
ride, yielding the company 13.1 cents a day against a 
sash fare of 10 cents or 91.7 cents a week. Ticket 
riders brought 39.25 per cent of the traffic and 28 per 
t of the revenue. 


man | 


first. At any rate, the Mason City ticket holder aver- . 


The Muscatine advertising campaign cut deeper into 
the labor ranks, for the average passholder took only 
1.777 rides a day at 6.033 cents net, yielding the com- 
pany 10.7 cents a day against 10 cents straight cash 
or 74.9 cents a week. Ticket riders brought 52.6 per 
cent of the traffic and 42.8 per cent of the revenue. In 
November, 1921, the first month of the ticket, the change 
from a 7-cent to a 10-cent fare coincident with this 
reduction plan produced an increase of 11 per cent in 
daily revenue but a drop of 6.6 per cent in patrons, 
there being 98,819 riders for thirty days of November 
against 108,916 riders in thirty-one days of October. 
By January, however, the casuals seem to have re- 
turned, in addition to a little more riding by ticket 
holders (from 1.732 to 1.777 rides a day), making the 
traffic total 116,013. 

To summarize Mason City and Muscatine: The 
monthly ticket plan seems to have resulted so far in 
granting a much lower rate of fare to people who ride 
chiefly in the rush hours. This is bound to be the case 


THE VIENNA PASS HAS SPACE FOR A PHOTOGRAPH OF THE 
HOLDER AND Is Not TRANSFERABLE 


until the average rides are raised to three a day or 
twenty-one a week, at which figure the ticket holder will 
yield 21 5.55 cents or $1.17 a week in 10-cent fare 
communities. 

Another of Mr. Schaddelee’s properties, the Tri-City 
Railway of Illinois (Moline, 30,700 and Rock Island, 
35,200) installed the personal monthly card on March 
1, 1922, at 50 cents against (new) 10 cents and 8# cents 
adult and 4-cent (old) children’s fares. During April, 
54 per cent of the riding and 37 per cent of the revenue 
came from card riders. These riders paid 5.9 cents fare 
and averaged 1.73 rides a day. 

At Joliet, on introducing the ticket plan without 
change Jan. 1, 1922, in the standard fare of 10 cents 
then in force, the management said that it expected 
more riders but less revenue from its use. Information 
at hand for January is to the effect that the average 
yate of fare was cut from 9.7 cents to 8.7 cents, or 
9.4 per cent. The increase in riding was not sufficient 


S‘to offset this, but there was some increase in net earn- 
‘ings owing to a wage reduction. 


THE WEEKLY PASS TO DATE 


The conditions under which the pass was installed 
at Racine were not favorable for a publicity campaign. 
The sales, therefore, have not been as high as they 
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might have proved with a more favorable start. How- 
ever, there was an increase in revenue almost from the 
first week. 

At the same time, it has always been difficult to 
say what proportion of the gain was due to the pass 
and what was due to rising industrial conditions 
and the later introduction of improved service with 
safety cars. It is known, however, that the average 
number of rides taken was about four per business day 
and about twenty-six per week. Count of pass riders is 
no longer made. The Racine pass buyer yields 14.3 
cents a day or $1 a week against a 7-cent cash and 
58-cent ticket fare. February, 1922, sales were on the 
order of 2,100 a week. During the depression, the pass 
sales have suffered less than cash and ticket sales— 
actually being ahead of the preceding year until the 
first months of 1922. This proves that the weekly pass 
tends to get more revenue out of the well-to-do, but 
that it does not attract the poorest paid class of riders 
so well as the monthly ticket. The proportion of rev- 
enue from passes has ranged from 15 to 18 per cent; 
and it may be estimated that the proportion of traffic 
from passholders is 25 per cent or more. A special 
check in the early days of the pass showed 138.8 per 
cent revenue and 19.7 per cent rides as the respective 
ratios to total revenue and riding. 

At Kenosha the traffic suffered severely because of 
a bridge reconstruction along the main line. When 498 
passes were sold, they brought 15 per cent of the 
revenue and about 20 per cent of the riding. The pass 
here is also sold for $1 against 7 cents cash and eight 
for 50 cents tickets, bringing in 14.3 cents for every 
day in the week. 

At Youngstown the pass was favored by the circum- 
stance that there was 10-cent and 84-cent jitney traffic 
to capture in addition to creating traffic. The pass 
costs $1.25, yielding 17.9 cents a day against 9 cents 
cash and 8% cents ticket and 1-cent transfer. 

In the period Sept. 19, 1921 (before advertising and 
using the pass), to April, 1922, it had seen an increase 
of more than 50 per cent in traffic and 30 per cent in 


revenue with but 15 per cent increase in car-miles 
although thirty-two-seat safeties were going on in plac 
of thirty-six-seat double-truckers. Excellent, unremit 
ting publicity seems to have done much to promote pas 
sales from the original 4,200 to 8,100 during recen 
weeks. The price is also very favorable, being but 2 
cents a week more than the cost of twelve ticket rides 
The ratio of pass riders is as high as 43 per cent an 
the revenue from pass riders is more than 30 per cen 
of the total. Although Youngstown is much bigger tha 
Muscatine, Mason City or Joliet, which are of ideal siz 
for home-lunch rides, the average number of ‘‘origin-tc 
destination” rides by weekly passholders is in excess 0 
3.8 a day, which shows that people can find plenty o 
reason for riding once they have been induced to pa 
for all of it in advance. 

The Indiana Service Corporation of Fort Wayne i 
also on a $1 basis against a 7-cent cash fare, and fou 
for 25 cents ticket fare. Its first week (Feb. 27-Marc 
5, 1922) showed a sale of 3,100 passes; and later cool 
weather weeks showed sales up to 3,872. As the For 
Wayne case is not complicated by jitney competition, 1 
is worth noting that a comparison of eight weeks befor 
the pass inaugural in 1922 and 1921 showed the 192 
period to be dropping behind at the rate of $324 a weel 
The comparison of the following fifteen weeks of eac 
year shows that the 1922 period ran ahead $575 a week 
making a total gain of $899 a week, which is betwee: 
4.5 and 5 per cent improvement in gross. The car-mile 
in the first eight 1922 weeks or non-pass period wer 
4.3 per cent ahead of 1921 but in the pass weeks onl 
2.8 per cent ahead of 1921. 


CONCLUSION 


Lack of space forbids more extended general discus 
sion of pass experiences to date. However, it is prope 
to say that no user of the weekly pass believes it ha 
cut his revenue. All agree that it has speeded operatio 
and improved good will; and some have been kin 
enough to say that it has either protected or enhance 
their revenue. 


Iowa Midyear Meeting 
in Sioux City 

HE midyear meeting of the oper- 

ating heads of the Iowa Electric 
Railway Association will be held in 
Sioux City, Iowa, on Nov. 2 and 3. 
The program, which is still under 
preparation, will be published in an 
early issue. 


American 


Association News 


Conference of Interurban 
Companies 


CONFERENCE of all interurban 

companies interested in the con- 
struction of section 15A of the trans- 
portation act with respect to whether 
these companies come under the pro- 
vision in regard to earning a 6 per cent 
return wil be held on the pier some 
time during the convention. 


The meeting of interurban men has 
been called at the request of Charles L. 
Henry, chairman of the committee on 
national relations, and at the request 
of several interurban companies which 
fear that the claim may be made by 
the Interstate Commerce Commission 
that “they are engaged in the general 
transportation of freight.” A notice 
to interurban member companies in 
regard to the conference issued by 
Mr. Henry suggests that in the mean- 
time, if the Interstate Commerce Com- 
mission has asked for reports from 
them, on the ground that they are 
included in the transportation act, they 
should write the director of the Bureau 
of Finance, Interstate Commerce Com- 
mission, requesting that no decision be 
made in the matter until after the 
convention, when the matter will be 
taken up for consideration. 

The meeting will be held in,a,;room 
provided in Section G at the center of 
the Municipal Pier, and suitable notices 
will be placarded on the pier indicating 
the time and location. Unless other- 
wise announced the meeting will be held 
at 3 p.m., Thursday, Oct. 5. 


Mceting of Committee on 
Nominations 


HERE will be a meeting of th 

committee on nominations of th 
American Electric Railway Associatio: 
in front of Convention Hall, imme 
diately at the close of the Tuesda 
morning session. 

Chairman Henry of the committee ha 
called this meeting in order to conside 
the nomination of a substitute for C. K 
Knickerbocker, who was nominated as : 
member of the executive committee bu 
has indicated that he will not be abl 
to accept the nomination. 


California Boosters Will Be on th 
Job at Chicago 


Y AUTHORITY of the executiv 

committee of the California Electri 
Railway Association the Californian 
attending the Chicago convention wil 
urge upon the executive committee o 
the American Association the selectio! 
of California as the place for holdings 
the midwinter meeting in the sprin; 
of 1923. 


News of the Electnc Railways 


FINANCIAL AND CORPORATE © :: 


PERSONAL MENTION 


TRAFFIC AND TRANSPORTATION 


Taxation Argument Up 


Court of Appeals Hears Question on 
Supporting Seattle Municipal Rail- 
way by Inroads on General 
Tax Fund 


Three judges of the United States 
Court of Appeals, sitting in Seattle on 
Sept. 19, took under advisement the 
question of whether Seattle property 
owners can be taxed for the support of 
the Municipal Railway, if the gross 
revenues of the system should ever be- 
come insufficient to meet all its obliga- 
tions. This issue was laid before the 
high federal tribunal in the appeal of 
the city of Seattle from a decision of 
District Judge E. E. Cushman, who 
last spring decreed that if the revenues 
ever should become insufficient to pay 
for operating the street cars, after the 
installments of interest and principal 
on the $15,000,000 purchase bonds had 
been taken out, the general tax fund 
should be invaded to make up the 
deficit. 

The city, represented by its attor- 
neys, Charles T. Donworth and T. J. L. 
Kennedy, appeared before the court to 
have this decree stricken, and the 
Puget Sound Power & Light Company, 
represented by James R. Howe, ap- 
peared to have the decree affirmed. The 
city was assisted in its appeal by 
counsel for the fourteen taxpayers who 
in the interests of all Seattle taxpayers 
have been fighting in the courts of this 
state to preserve the general tax fund 
from invasion for the municipal 
railway. 

_ In the decree which the city is seeking 
to have reversed in this appeal, Judge 
Cushman assumed jurisdiction over the 
Municipal Railway and the parties in 
the litigation to compel specific per- 
formance of the city’s contract with the 
Stone & Webster bondholders. He in- 
terpreted that contract as necessitating 
an invasion of the tax fund, if the 
street car revenues\should prove insuf- 
ficient. . : 

Delivering the chief argument for 
the city, Assistant Corporation Counsel 
Donworth asked that the municipal 
government be permitted to perform its 
obligations to the bondholders volun- 
tarily, as it has done in the past. He 
said that the company asked the court 
to give it something which it never bar- 
gained for, namely, the sovereign power 
of taxation to guarantee its bonds. 

_ That the statutes of the state of 
Washington provide no authority to 
municipalities to incur general indebt- 
edness for the purchase of utility prop- 
erties was pointed out to the federal 
judges by Robert H. Evans, who ap- 
peared as special counsel for the city 
in this suit. He declared that this de- 
cision was fundamentally unsound, for 
the Legislature of the state had not 


q 
a 


conferred upon cities the power to levy 
taxes for the operation and mainte- 
nance of its public utilities. 

Harold Preston, counsel for the four- 
teen taxpayers during their litigation 
in defense of the general fund in the 
state courts, represented them before 
the federal tribunal. He pointed out 
that the Supreme Court, in its decision 
in the fourteen taxpayers’ case, en- 
joined the city from using the general 
fund in any way for the operation and 
maintenance of the street railway, and 
that the District Court, in the Cush- 
man decree, compelled the city to do 
exactly that thing. He reviewed the 
decisions in the so-called Twichell case 
and the fourteen taxpayers’ case in the 
state courts. He said: 

The Twichell case was instituted before 
the street railway purchase was consum- 
mated, to determine the validity of the 
bonds. The question of the general fund 
came before the court then only as a hypo- 
thetical one. It was presented in this way: 
If there is a deficit in the operation of the 
railway, will a general obligation be cre- 
ated? The Supreme Court held that from 
the record in the case, there was no possi- 
bility of a deficit, and therefore no general 
obligation was involved. When in the four- 
teen taxpayers’ suit the Supreme Court 
learned for the first time there was a def- 
icit, the court held that the general fund 
could not be encroached upon for the oper- 
ation and maintenance of the railway. 

Arguing in behalf of the Puget 
Sound Power & Light Company, James 
B. Howe declared that the Stone & 
Webster interests accepted the $15,- 
000,000 of bonds as valid on the basis 
of the Twichell decision, and that nei- 
ther the fourteen taxpayers’ decision 
nor any other subsequent decision can 
affect them. 

Assistant Corporation Counsel Ken- 
nedy, in rebuttal for the city, declared 
that stripped of all disguise, the com- 
pany’s suit was nothing more nor less 
than an attempt to enhance the value 
of the $15,000,000 bonds by a decree 
of the court that would stamp. them as 
a general-fund obligation, rather than 
a debenture or utility bond. 

Attorney Howe’s argument centered 
largely on proof of breach of contract 
in the city’s failure to have money on 
hand Feb. 10. 1921, to meet the pay- 
ment due the company March 1, 1921. 


San Francisco to Vote on Munic- 
ipal Railway Extension 
Bond Issue 


The public utilities committee of the 
San Francisco Board of Supervisors on 
Sept. 13 ‘instructed the city attorney 
to prepare an ordinance outlining a 
$1,500,000 Municipal Railway extension 
bond issue for submission to the voters 
of the city at a special election. Other 
bond issues are to be voted upon Nov. 
21, and it is thought probable that this 
railway extension question can also be 
settled at that time. 


Long Island Planning Ahead 


$2,000,000 Elevated Extension Under 
Way—Further Electrification 
Proposed for the Future 


The Long Island Railroad has con- 
firmed for the Electric Railway Journal 
the statement that the ultimate electri- 
fication of the 40-mile commutation 
zone of the Long Island Railroad is 
anticipated by the installation of addi- 
tional power equipment in the Long 
Island City plant of that system. 

It was said that the road’s plans to 
replace steam with electric propulsion 
will be carried out first probably on 
the Montauk Division to Babylon. 
Eventually the company hopes to elec- 
trify the entire Oyster Bay branch, 
and the Wading River branch to 
Huntington or Northport, eliminating 
the necessity for changing trains at 
Jamaica. 

Another improvement would involve 
the connection of the old and unused 
Central Railroad line with the Main 
Line, so that the express service may be 
diverted from the entire Montauk Di- 
vision east of Babylon, through Hicks- 
ville and Mineola to Jamaica. 

According to the president, the com- 
pany has concentrated its efforts during 
the present year upon the extension of 
its conduit lines to a point just west 
of Forest Hills. This is intended to 
furnish additional feeders. The con- 
struction is progressing rapidly, and 
before many months will be completed 
at a cost of approximately $240,000. 

The cost of extending a third rail 
to Babylon will be about $3,500,000, 
which must be added to a cost of 
$1,000,000 already met by the company 
in the additions made to the power 
plant. The extension of the conduits 
to Winfield in the last two years has 
cost $300,000. 

In the next few weeks the railroad 
will begin work on the extension of its 
elevated structure eastward through 
Hollis and Queens to the boundary line 
of Nassau County. That is to be a 
four-track extension, and it is to be 
completed at the end of a year and 
a half at a cost of approximately 
$2,000,000. 

Increased facilities are being added 
to the system, according to the officials, 
because of growing traffic demands. 
It was pointed out that the necessity 
for additional trackage was becoming 
more and more urgent because of the 
increasing population along the Main 
Line and the Montauk Division in the 
suburban zone. On those lines it was 
said that additional service had about 
reached the limit. With reference to 
the short-haul city traffic on the Long 
Island, President Peters said: 

“IT have tried to impress upon the 
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Transit Commissioners of this city that 
they ought to build a four-track rapid 
transit line from Jamaica over the 
Queens Boulevard route to Long Island 
City, thence under the river and across 
the city to Tenth Avenue, intersecting 
all the north and south lines on Man- 
hattan Island and giving the Borough 
of Queens real rapid transit. 

“The city should not depend on the 
Long Island Railroad to furnish rapid 
transit, as this transportation line is 
needed to serve all other parts of Long 
Island for passenger and freight trans- 
portation.” 


City Joins Railway in Seeking 
Review 


The city of Seattle has joined with 
the Puget Sound Power & Light Com- 
pany in application for a writ of re- 
view before the United States Supreme 
Court in the $400,000 railway tax suit. 
This is the case in which King County 
sued the city and company for taxes on 
the railway for the year 1919, when the 
railway was purchased by Seattle. The 
State Supreme Court held that the 
taxes were a lien on the railway prop- 
erty, and that. the city and company 
were required to pay approximately 
$400,000 to the county. The city was 
held. liable for about $300,000 of this. 
Application for a writ of review con- 
stitutes an appeal to the United States 
Supreme Court from the decision of the 
State Court. 


Unification Suggested 


Chief Engineer Osborne of the Board 
ot Public Utilities at Los Angeles, Cal., 
recently laid before the board at a spe- 
cial meeting a report summarizing the 
recent decision by the State Railroad 
Commission in the Pacific Electric case. 
He recommended a comprehensive engi- 
neering survey of the local railway 
transportation situation in Los Angeles 
looking toward a unification of the ex- 
isting lines under one ownership and 
one operating management. 

The report was adopted by the board 
and was forwarded to the City Council 
for action. Mr. Osborne said: 


With the end in view of securing a com- 
prehensive engineering report, I respect- 
fully recommend to your honorable body, 
subject to the further approval of the City 
Council, that a joint report be made by the 
Engineering Department of the California 
Railroad Commission and the Board of Pub- 
lic Utilities. This report should discuss 
adequately and in a comprehensive manner 
the three ways outlined by the California 
Railroad Commission to secure a unifica- 
tion of the two local systems into one sin- 
gle system under one ownership and one 
operating management, as follows: 

The Pacific Electric to take over the Los 
Angeles Railway. 

The Los Angeles Railway to take over 
the local lines of the Pacific Electric Rail- 
way. 

The city of Los Angeles to take over the 
Los Angeles Railway lines as well as the 
local lines of the Pacific Electric Railway. 

I therefore respectfully recommend, upon 
approval by the City Council, that the 
California Railroad Commission be re- 
quested to authorize its engineering depart- 
ment to participate in such comprehensive 
joint report, and that after conference with 
Chief Engineer Richard Sachse, I present 
to your honorable body an estimate of the 
time which such survey and report will re- 
quire, together with an estimate of the ex- 
pense involved in making such report. 


Commission Rules Out Complaint 
of Syracuse Against One- 
Man Cars 


The objection to one-man operated 
street cars in New York State seems 
to have reached a culmination in the 
decision and finding of the Public Serv- 
ice Commission in the matter of the 
complaint of the City of Syracuse 
against the New York State Railways 
as to operation of one-man cars in that 
city. An abstract of the opinion 
follows: 

One-man operated street cars in New 
York State are of comparatively re- 
cent introduction. In “Electric Railway 
Transportation” by Blake and Jackson, 
published in 1917, a statement is made 
that the one-man car was then in use 
on more than 125 roads. In August, 
1921, there were in operation 4,300 one- 
man standard safety cars and 1,200 
converted two-man cars according to 
general railway statistics. 

The one-man car was adopted pri- 
marily as a matter of economy on the 
part of the street railway corporation 
in the matter of dollars paid for wages. 
According to the decision of the Pub- 
lic Service Commission of Sept. 21, 
1922, in the Syracuse case permitting 
the continuance of the one-man car, 
when properly equipped with safety de- 
vices, it has proved not only economi- 
cal in wage saving but also in the mat- 
ter of accident cost. 

Statistics submitted by the New 
York State Railways show in the city 
of Syracuse from April 1 to Dee. 31, 
1921, inclusive on cars operated by two 
men there were carried 18,219,006 pas- 
sengers at an accident expense per 10,- 
000 passengers of $18.04. During the 
same period 9,604,854 passengers were 
carried on one-man cars at an accident 
expense per 10,000 passengers of $14.62, 
a difference of $3.42 per 10,000 passen- 
gers carried in favor of one-man oper- 
ation. 

In the Syracuse decision one-man cars 
are not advocated on congested lines, 
but in many cities, notably Albany, 
where at rush hours the United Trac- 
tion Company places several men at 
strategic boarding points to sell tickets 
and make change for passengers, this 
type of car has proved its superiority 
both in loading and the discharge of 
passengers, 

.One-man cars are equipped with such 
safety devices that immediately the 
hand leaves the control the car auto- 
matically stops. The most of the acci- 
dents in connection therewith are of 
a minor nature. 

From the standpoint of service on 
the average line the one-man car should 
not run more than two minutes behind 
the average two-man car schedule. 

Single and double truck cars are oper- 
ated within this state»by one man in 
the cities of Poughkeepsie, Hudson, 
Albany, Troy, Schenectady, Amsterdam, 
Utica, Oswego, Binghamton, Elmira, 
Buffalo, Niagara Falls, part of Greater 
New York and many suburban lines. 
Public utility commissions of the states 
of Massachusetts, Connecticut, Mis- 


souri, Wisconsin, Rhode Island, Idaho, 
New York, Tennessee, California, New 
Hampshire and Illinois have approved 
their use. 

In conclusion the commission said: 


It appears undisputed that in one-man 
car operation there is a saving in expenses 
of over $100,000 per year. This will have a 
material effect on determining the rate of 
fare. This commission feels that the pub- 
lic should have the service it is willing to 
pay for, and if Syracuse car riders are will- 
ing to pay the additional cost of two-men 
car operation they should have such opera- 
tion. But it is apparent that they are not 
because of their complaint against the ex- 
isting fare, at present service furnished to 
a considerable extent by one-man car 
operation. 

Upon the evidence in this case, the com- 
mission has reached the conclusion that the 
operation of one-man cars is not a serious 
inconvenience to the extent that it fails to 
give adequate service to the traveling pub- 
lic. The complaint should therefore be dis- 
missed upon the condition that the company 
complete at once the installation of the 
safety devices on all cars operated by one 
man and comply with the suggestions of the 
commission in reference to safety of opera- 
tion at grade crossings. 


New Richmond-Cincinnati 
Company to Operate 


A new interurban company has 
been formed to take over the old New 
Richmond & Cincinnati Interurban, 
now several months abandoned, lay 
new tracks and operate an electric line 
of passenger and freight service be- 
tween Cincinnati and New Richmond, 
Ohio. This announcement was made 
by Lawrence Langdon, general counsel 
of the Union Gas & Electric Company 
and attorney for the new Cincinnati- 
New Richmond Railway Company. 

Associated with Mr. Langdon are 
William Harton, general manager of 
the South Covington & Cincinnati 
Street Railway; Frank Woods, super- 
intendent of the former New Rich- 
mond & Cincinnati Traction Company, 
and Walter Beaty, Cincinnati electri- 
cal engineer. According to Mr. Lang- 
don the company will be incorporated 
with officers as follows: Mr. Harton, 
president; Mr. Langdon, vice-presi- 
dent; Mr. Beaty, secretary and 
treasurer, and Mr. Woods, manager. 

The new company will take over the 
present franchise of the old company 
to operate its cars through Cincinnati 
streets to Stanley Avenue, where the 
Cincinnati terminus of the line will be 
located. A new franchise, however, 
will be sought in the Cincinnati Council. 

The Council of New Richmond has 
already voted to give the company a 
franchise to operate its cars and to 
supply the town with electricity. The 
new company will lay standard gage 
tracks and communicate with the 
Pennsylvania Railroad along its route. 
A freight business will be carried on. 

New Richmond at present is without 
interurban transportation. The New 
Richmond & Cincinnati Traction Com- 
pany abandoned its service about four 
months ago. The line which was built 
in 1901 was known as the Eastern Di- 
vision of the Interurban Railway & 
Terminal Company, which has also 
abandoned its only other division op- 
erating from Cincinnati to Lebanon. 

Power to operate the interurban 
line will be furnished by the Union 
Gas & Electric Company. 
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Accepts Previous Proposals 


With a View to a Five-Cent Fare the 
City and International Railway 
Representatives Will Meet 


‘i Herbert G. Tulley, president of the 
International Railway, Buffalo, sent a 
letter to Mayor Frank X. Schwab Sept. 
27 accepting the proposals previously 
made by the Mayor calling for a con- 
ference between representatives of the 
city and the railway company with the 
view to the adoption of a plan whereby 
the 5-cent fare may be re-established 
in Buffalo. The International is now 
charging a 7-cent fare or four tokens 
for 25 cents. 

In his letter to Mayor Schwab, Pres- 
ident Tulley said: 


Acknowledging receipt of ycur letter ask- 
ing the company to enter into negotiations 
with a view to the adoption of a system 
under which the 5-cent fare may be re- 
stored in some form and relations estab- 
lished similar to those existing in the city 
of Cleveland with such modifications as are 
practicable and applicable to Buffalo, I beg 
to say that the representatives of this com- 
pany will be glad to negotiate with rep- 
resentatives of the city to determine what, 
if anything, can be done toward meeting 
your views. 


The favorable reply from Mr. Tulley 
came as a big surprise to members of 
the City Council especially in view of 
the fact that responsibility for the 
strike which has crippled the com- 
pany’s lines since July 1 has been placed 
by officials of the International square- 


-ly upon Mayor Schwab and other mem- 


bers of the city goverment. Several 
members of the City Council already 
have expressed themselves as willing 
te become members of the commision 
to negotiate with the International. 
Frank C. Perkins, the Socialist mem- 
ber of the Council, said the negotia- 
tions may result in municipal owner- 
ship for the local traction lines. 

In an interview, President Tulley is 
quoted as saying: 

If it is possible to give Buffalo a 5-cent 
fare, Mitten Management wants to do so, 
but I can say that much ground will have 
to be gone over in our discussions and many 
obstacles overcome before any fare reduc- 
tion is possible. : 

The City Council already has voted 
to use a fund of approximately $50,000 
to bring a rate case before the Public 
Service Commission as the first step in 
its fight for lower street car fares on 
the local lines of the International. 


STRIKE EMERGENCY PASSED 


Strike pay amounting to $7.50 a day 
for emergency trainmen who have been 
operating the local and interurban cars 
on the lines of the International Rail- 


way, Buffalo, since July 1, will be dis- 


continued on Oct. 1, according to an- 
nouncement made by President Herbert 
G. Tulley. It is explained that the 
strike emergency has now passed and 
that all trainmen will hereafter be paid 
45 cents an hour, the regular maximum 
rate on a straight time basis. 

The higher rate of pay which has 
heen in effect since the strike was called 
on July 1 by the Amalgamated was of- 
fered by the International because of 
the hazard involved in the operation 
of cars. 

The International Railway now has 


recruited a permanent operating staff 
and many employees are now on the 
extra list. Many strikers have deserted 
the ranks of the union and are now 
operating cars on local and interurban 
lines. Only such other strikers will be 
taken back as indicate their willingness 
to comply with the Mitten plan and 
then they will be given places on the 
extra list at the end of the seniority list. 

Beginning September 25, the Inter- 
national resumed local service in the 
city of Niagara Falls. Local service 
has not yet been started in the city of 
Lockport, but normal service is being 
given over all Buffalo local and western 
New York interurban lines. 

Penitentiary sentences are being im- 
posed by Justice Pooley in Supreme 
‘Court to jitney drivers and striking em- 
ployees of the International who have 
been found guilty of contempt of court 
for violations of injunctions. 


- THIRD INJUNCTION AGAINST 
JITNEY OPERATORS 

A third injunction restraining jitney 
operators from running cars in~* the 
streets of Buffalo has been issued by 
Justice Pooley in the Supreme Court 
upon application of Henry W. Killeen 
of Penney, Killeen & Nye, attorneys for 
the International. About 150 individ- 
uals are named in the third injunction. 

Samuel Gompers, president of the 
American Federation of Labor, spoke 
in Buffalo last week at a meeting de- 
signed to stimulate the morale of the 
strikers. =n his speech, Mr. Gompers 
assailed the use of injunctions to curb 
the activities of strikers. 


Railway Men Choose Books 


The McAlpin Hotel in New York de- 

cided recently to put in its library a 
number of technical books, and in order 
to determine what books they should be, 
sent letters to a number of the lead- 
ing members in the different industries. 
Returns are now being received, and it 
is understood that the books will be 
added. Among those who have given 
their selections of electric railway 
books, from which the final choice will 
be made, are: 
' T. L. Cross, Baltimore; James W. 
Welsh, New York; Lucius S, Storrs, 
New Haven; Van Horn Ely, Philadel- 
phia; Franklin T. Griffith, Portland, 
Ore.; E. M. Herr, East Pittsburgh; 
W. F. Ham, Washington; J. H. Pardee, 
New York, and Percy Ingalls, New- 
Ye Nees 


Want More Utilities in 
Association 


Intensive study of common problems 
and the enlisting of more of the public 
utilities eligible for membership were 
two things determined as a policy to 
be followed by directors of the South- 
western Electric: & Gas Association at 
a meeting. in the office of E. N. Willis, 
secretary, Dallas, Tex. There are 175 
public utility concerns in Texas and 
Louisiana, the territory of the associa- 
tion, now members and there are eighty 
associate members. About 100 more 
utilities are on the eligible list. 


Chicago “L” Sells About 18,000 
Passes First Week 


The riders on the Chicago Elevated 
have not yet awakened to the possi- 
bilities of the weekly pass, which 
became effective on Sept. 18. The first 
week’s sales were around 18,000 for the 
$1.25 ticket and rough checks have 
shown that each pass was used for an 
average of three rides daily. Complete 
figures have not yet been compiled due 
to the extra accounting work involved 
with the complete revision of the fare 
schedule, which provides cash and ticket 
rates and a complex reduced children’s 
and school fare. 

So large a percentage of the elevated 
riders use the lines only twice daily 
that they have taken the fare reduc- 
tion in the form of the lower three-for- 
a-quarter ticket rate. The tickets were 
four for 35 cents. It is understood 
that the ticket ratio has increased from 
67 per cent to around 80 per cent. 
Assuming the same traffic as last year 
this decrease of 0.42 cent per ride will 
mean a loss of nearly $600,000 in rev- 
enue, while a further loss will occur 
from the much lower children and 
school rates. 

Early reports indicate that the type 
of pass user is one to whom the flat 
rate meant an immediate saving. Com- 
panies whose business required much 
local traveling by employees purchased 
the passes in 90 and 100 lots. The 
Elevated has been handicapped by the 
short time available to popularize the 
pass so it is doubtful whether or not 
any additional traffic has been gained. 
As a percentage of the 500,000 daily 
riders, the pass rides constitute about 
10 per cent. Undoubtedly this ratio will 
gradually build up as the advantages 
of the pass are realized. 


Recommends Broad Street 
Subway 


In a report to the City Council of 
Philadelphia, City Transit — Director 
Twining has urged the construction of 
a North Broad Street subway from the 
City Hall to Olney Avenue. It was in 
response to a resolution introduced in 
the Council asking the transit depart- 
ment for estimates on the cost of the 
subway, and a Broad Street elevated 
line that the report was prepared. 

The cost of the tube is estimated by 
Director Twining at $50,400,000 for 6 
miles of roadway with equipment. Mr. 
Twining said that a four-track ele- 
vated structure on Broad Street would 
cost $20,000,000 less than the four- 
track underground line but said that 
the extra $20,000,000 would prevent 
Broad Street being disfigured. 


Wages Cut Ten per Cent 


Wages of employees of the Gary & 
Southern Traction Company at Gary, 
Ind., have been reduced 10 per cent, 
effective on Oct. 1, it has been an- 
nounced. Officers of the company said 
it was necessary to make the cut if the 
line were to continue in operation. The 
employees have been receiving 60 cents 
an hour. 
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Net Income of Detroit Municipal 
Continues to Increase 


The August report of the Depart- 
ment of Street Railways, Detroit, 
Mich., shows that mileage and revenue 
increased and expenses were less for 
the month. After all charges were met, 
including operating expenses, interest 
on notes, sinking fund on the original 
municipal ownership bonds, purchase 
contract, bonds authorized at the time 
of the purchase of the Detroit United 
Railways, interest on the original 
municipal ownership bonds and interest 
on the Detroit United Railways pur- 
chase contract, a net income of $114,- 


801 remained. This is $13,909 more 
than the July figure. 

Operating cost, which represented 74 
per cent of the income in July, was re- 
duced to 72.8 per cent in August with 
operation of 112,509 car miles more 
than in July. This fact Mayor Cou- 
zens pointed out as indication that 
service is being improved. 

Operating expenses for August were 
given as $1,097,270, a decrease of $6,171 
under July. Out of this sum interest 
on notes to the amount of $10,421 has 
been paid and also a sum has been set 
aside amounting to $333,178 for sink- 
ing funds, etc. The August statement 
of operation follows: 


CITY OF DETROIT 
Department of Street Railways 


INCOME STATEMENT AND OPERATING STATISTICS, AUGUST, 


COMPARED WITH JULY, 1922 


Operating Revenue 

Revenue from transportation 
Passenrerreviemue (540). Se ie. kone stlereas ae 
Parlor, chair and spec. carrevenue............-.++ 


Revenue from other railway operations 
Station and car privileges (adv.)................. 
Rent of track and facilities.................. phere 
MiseeHaneous isi iaibiies..ctinine » decabte bacco eae 


Total operating revenue....................-- 


Operating expenses 
Way and structures 
Equipment........ 


Total operating expenses...........2..0 000 ce00es 


Net revenue railway operations. ................. 


Deduct taxes assignable to ry. oper. and miscel- 
laneousiremtas SWS trey Ne reer es NE 


Netioperating income! 2.05)... cones deer ke 
Non-operating income 

Net income from miscellaneous property.......... 

Income from unfunded sec. and accounts.......... 


Total non-operating income..................005 


Grogs incomes Peles free gaisee ol ae Pee Oe 


Deductions 
Pro rata sinking fund provision on $15,000,000 
original bond fase) hs, SOE A ca a bina eh 
Pro rata reserve on D.U.R. purchase contract........ 
Pro rata sinking fund provision on $4,000,000 bond 
ISSUE yaSIRG Has ER cas Ae A Rw aa eee 
Pro rata interest fund provision on $15,000,000 
DONGMESUG cos rc oncaa ane itis Morante are es 
Pro rata interest fund provision on $4,000,000 
bondiissuex-o ass -al eter, ac duet. wee eaten 


Total deductions from grossincome............... 
Net income 


Total passengers carried. . 2.0.2... 0. ecu sc ccaeccs 


Ratio of transfer passengers to revenue passengers... . 
Revenue passengers per car-mile operate: 

nsfer passengers per car-mile operated........... 
Total passengers per car-mile operated.............. 


1922, 
August, 1922 Cents per July, 1922 Cents per 
31 Days Car-Mile 31 Days Car-Mile 
$1,507,158 $1,489,136 
62 109 
$1,507,220 - 3680 $1,489,245 7375) 
$8,551 $7,390 
86,487 85,678 
4,575 2,482 
$99,613 . 0243 $95,550 .024 
$1,606,833 ~ 3923 $1,584,795 399 
$133,703 $181,977 
110,705 ’ 
155,577 140,091 
569,336 564,210 
183 119 
127,766 118,114 
$1,097,270 . 2679 $1,103,441 278 
$509,563 . 1244 $481,354 121 
$54,574 . 0133 $54,574 .014 
$454,989 sand $426,780 . 107 
$2,743 $569 
670 
$3,412 . 0008 $569 
$458,401 19 $427,349 . 107 
$37,748 $37,748 
142,015 142,015 
W011 51,260 
58,583 10,245 
10,422 85,189 
83,721 
$343,600 . 0839 $326,457 . 082 
$114,801 . 0280 $100,892 .025 
72.8 per cent 74 per cent 
68.3 per cent 70 per cent 
07.1 per cent 6 per cent 
4,087,962 3,975,552 
668 569 
4,095,630 3,983,121 
. 3680 .375 
1.9336 1.946 
. 2679 .278 
1.4078 1.440 
28,183,105 27,838,688 
9,189,043 9,065,737 
37,372,148 36,904,425 
32.6 Ley cent 32 ej cent 
v 2 
9 9 


New Orleans Company 
i Incorporated 


The New “Orleans Public Service 
Corporation has been incorporated with 
the reorganization completed on Sept. 
27. R. S. Hecht was made the perma- 
nent chairman of the Board of Direc- 
tors; A. L. Kempster, vice-president and 
general manager; H. A. Ferrandou, 
treasurer; J. H. DeGrange, secretary, 
and O. B. McCoard, auditor. 

The -cent fare became effective 
midnight on Sept. 27. In accordance 
with the ordinance settlement, Com- 
missioner Maloney announced that he 
would now give attention to the survey 
by the Beeler organization including 
rerouting and other important matters 
for more efficient car service. 

Joseph Bourdette, Jr., and Freda 
Bourdette, owners of $63,000 of the 
company’s 4% per cent bonds, have 
withdrawn the suit brought by them 
attacking the legality of the foreclos- 
ure sale of the properties of the New 
Orleans Railway & Light Company. 
Judge Rufus Foster returned hurriedly 
to New Orleans from New York spe- 
cially to try the new issue presented by 
the suit, which would have blocked the 
reorganization of the company and pre- 
vented the reductions in street car fares 
and in gas rates from being put into 
effect. 

The action brought by Augusta Du 
Buisson against the company for fail- 
ure to satisfy a judgment for $10,000, 
which she had obtained against the 
company for personal damages, was 
also withdrawn. Mrs. DuBuisson al- 
leged the foreclosure proceedings of the 
company and the contemplated reorgan- 
ization endangered her interests. It is 
understood that both complaining par- 
ties have been assured that their rights 
would be fully protected. 

R. S. Hecht, chairman of the bond- 
holders’ protective committee, and C. C. 
Chappelle, representing the junior se- 
curity holders, were in court at the con- 
clusion of the proceedings, and an- 
nounced later that the withdrawal of 
these suits removed the last obstacle 
toward the reorganization of the com- 
pany. 

The papers confirming the sale of the 
company’s property were signed on 
Sept. 19 before Judge Foster by all the 
officials and the representatives of the 
shareholders interested in the case. 


Extension of Bond Maturity 
Announced 


All holders of the first mortgage 5 
per cent gold bonds of the Rockford & 
Interurban Railway, Rockford, IIl., due 
Oct. 1, 1922, are requested to deposit 
their bonds for extension with the 
Continental & Commercial Trust & 
Savings Bank, Chicago. An official 
statement says that payment cannot 
be made at maturity “as it is impos- 
sible to sell or secure underwriting of 
a new refunding issue under existing 
conditions.” The terms of extension 
provide a maturity date on Oct. 1, 
1930, at the same rate of interest. 
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Glasgow Celebrates 


Elaborate Ceremonies Attend Observa- 


tion of Fiftieth Anniversary— 
Balance Reported for Year 


Glasgow has figured prominently in 
the public eye during the last month in 
the matter of tramways. The jubilee 
of the city’s tramway system, a re- 
newal of the agitation for the reduc- 
tion of fares, and a warm discussion 


over the acceptance of an American 


contract for the supply of special 
trackwork in turn occupied the city’s 
attention. 

The jubilee celebration bulked large. 
Each employee received a gratuity of 
£1. The appointed day was Aug. 18, 


the fiftieth anniversary of the first 


car route in the city. In the presence 
of great crowds of people a procession 
of three cars carrying members of the 
Town Council and other notabilities 
passed over the 24 miles of the 
original route. The first was a horse 
car drawn by three horses as in the 
original days of the Glasgow Tramway 
& Omnibus Company, a postilion being 
a prominent figure. Then came an 
electric car of the type first used by 
the municipality, and finally one of the 
modern electric cars with the upper 
deck covered. 

The driver and conductor of the 
horse car were old servants of the 
tramway company, which was super- 
seded when the Town Council took 
over operation in the early ’90s. The 
municipal band headed the procession. 
A luncheon was afterward given by 
the Corporation in the City Chambers. 
It was attended by over 400 guests, 
among whom was the veteran J. 
Barber Glenn, who was the first sec- 
retary of the Glasgow Tramway in 
1872, and who is still at work .as a 
tramway company director in London. 
In the evening a reception was held 
which was attended by about 1,500 
guests, who were welcomed by Lord 
Provost Paxton and Mrs. Paxton. 


No FARE REDUCTION 


In regard to fares on Glasgow 
Tramways, the question of reducing 
them was again debated by the tram- 
ways committee on Aug. 16, and in 
particular a proposal by the Labor 
party to reintroduce halfpenny fares 
fer short stages was discussed. The 
latter proposal was defeated by fifteen 
‘votes to eleven and one committee de- 
cided that there should be no reduc- 
tions. This was confirmed by the Town 
Council on Aug. 24, the proposal for 
reduction being dropped. 

_ The wisdom of the decision not to 
reduce fares is confirmed by the fig- 
ures contained in a long report by 
Mr. Dalrymple, the general manager, 
on the subject of fares. He showed 
how the last increase of fares, de- 
cided on to meet growing working ex- 
penses, had changed a deficit into a 
surplus. Owing to the slump in trade, 
however, the weekly revenue was now 
ess than a year ago, and for the 
surrent financial year he estimated a 
eficit after meeting all expenses of 


: 


£50,000. If the fares were reduced, he 
estimated the deficiency at £434,000. 
He also pointed to the heavy liabilities 
which were being incurred for exten- 
sions and the purchase of other 
undertakings. 

According to the twenty-eighth an- 
nual report of the tramways committee 
of the Corporation of Glasgow the 
result of operation from June 1, 1921, 
to May 31, 1922, shows that the ordi- 
nary income amounted to £2,350,752 
and the working expense to £1,804,652, 
thus leaving a net revenue of £546,100. 
For the previous year the ordinary in- 
come was £2,392,853 and working ex- 
penses £1,937,664. The net balance for 
the year ended May 31, 1922, to be 
paid over to the common good was 
£149,988. 

Gross REVENUE FALLS OFF 


From the revenue and net revenue 
accounts the gross revenue for the 
year shows a decrease of £53,800 com- 
pared with that of the previous year 
and the average traffic revenue per car- 
mile has decreased from 21,307d. to 
20,845d. The working expenses show 
a decrease of £138,012. The passengers 
carried from June 1, 1921, to May 31, 
1922, were 431,372,473 against 447,601,- 
811 for the year previous. 

The sum of £3,500 has been placed 
to the credit of the Employees’ Liability 
Fund for the year to May 31, 1922. 
To the company’s own fidelity risk the 
sum of £225 has been placed to the 
credit of the fund for the year to May 
31, 1922. During the year £186,743 
was expended on the upkeep of the 
track. 


Wisconsin Companies Consolidate 


The Wisconsin Securities Company, 
Milwaukee, plans to combine seven pub- 
lic utility companies, supplying gas, 
electricity and electric railway services 
to more than 200,000 persons, according 
to Clement C. Smith, president of the 
company. The united companies will 
operate under the name of the Wiscon- 
sin Public Service Corporation, with a 
capital stock of $5,000,000, half com- 
mon and half preferred. 

The new company will control the fol- 
lowing public utility properties now 
owned or controlled by the Wisconsin 
Securities Company. The Wisconsin 
Public Service Company, supplying 
Green Bay and its suburbs with electric 
light, power, gas and ‘transportation 
services; Sheboygan Gas Light Com- 
pany, Menominee & Marinette Light & 
Traction Company, Calumet Service 
Company; operating at Chilton and 
Brillion; Manitowoc and Northern 
Traction Company, operating an inter- 
urban electric line between Manitowoc 
and Two Rivers, and the Peninsula 
Service Company, furnishing electric 
power to Kewaunee, Algoma and Stur- 
geon Bay. | 

The principal officers of the company 
are Clement C. Smith, president; J. P. 
Pulliam, vice-president; Howard Greene, 
secretary; H. C. Mackay, treasurer; 


‘W. M. Chester, assistant secretary and 


assistant treasurer. 


Permission Given for Bond Issuance. 
—The Georgia Railroad Commission 
has granted permission to the Valdosta 


Street Railway to issue $100,000 in 
bonds. The railway’s application was 
réferred to in the Electric Railway 
Journal issue of July 15. 

Interests Sold.—The controlling in- 
terest in the Salina (Kan.) Street Rail- 
way has been purchased by J. J. Wies- 
endanger, who has been elected presi- 
dent. W. E, Smither will retain his 
position as secretary, treasurer and 
general manager. 

Receiver’s Sale Announced.—Receiver 
Gunsul will sell the Chicago, Aurora & 
De Kalb Railroad property on Oct. 17 
at Geneva, Il]. The company was for- 
merly the Aurora, De Kalb & Rockford 
Electric Traction Company, which was 
sold under foreclosure in December, 
1908, to Jay Morton of Chicago for 
about $195,000. The road extends about 
28 miles. 

Gold Bonds Offered.—The National 
City Company, New York, N. Y., is 
offering $2,500,000 of the first lien and 
refunding mortgage gold bonds of 
the Portland Railway, Light & Power 
Company, Portland, Ore., known as 
Series B. The bonds, dated May 1, 
1922, and due May 1, 1947, are offered 
at 96 and accrued interest, yielding 
more than 6.30 per cent. 

$200,000 Issue Authorized. — San 
Francisco-Sacramento Railroad, Sacra- 
mento, Calif., has been authorized by 
the Railroad Commission to issue and 
sell at not less than 85 per cent of 
their face value and accrued interest 
$200,000 of its first mortgage 6 per cent 
bonds due on Jan. 1, 1940, and to use 
the proceeds to finance in part esti- 
mated capital expenditures. The com- 
pany reported that it will need $228,609 
to pay for additions and betterments to 
properties consisting in general of sid- 
ings, stations, warehouses and the con- 
creting of its tunnel. The bonds will 
be callable upon any interest payment 
date at par, accrued interest and a 
premium of 2 per cent of the principal. 

Successor Organized to Brockton & 
Plymouth Road.—The Brockton & 
Plymouth Street Railway, which re- 
cently was sold at foreclosure to John 
H. Dawson, has been reorganized and 
the service will be resumed. Mr. Daw- 
son has received authority from the 
Massachusetts Department of Public 
Utilities to issue $280,000 in capital 
stock and $260,000 in bonds in a new 
company, in the process of organization, 
to be known as the Plymouth & Brock- 
ton Street Railway. The old company 
had $405,000 of stock and $260,000 of 
bonds. Mr. Dawson and his associates 
will contribute $88,000 to the new com- 
pany, which will operate the lines for- 
merly maintained by the old company. 
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Seeks Increased Fares 


Houston Electric Applies to Council— 
Jitney Competition Blamed—Im- 
provement Program Halted 


The Houston (Tex.) Electric Com- 
pany, a Stone & Webster property 
which operates the street car system in 
Houston, has made formal application 
to the City Council for authority to in- 
crease fares from 7 cents to 9 cents to 
do away with the metal tokens now sold 
at the rate of four for 25 cents, and to 
increase children’s fares from 3% cents 
to 4% cents. The traction company, 
through Luke C. Bradley, district rep- 
resentative of Stone & Webster, who 
filed the application, requested immedi- 
ate action. 


JITNEY ISSUE SET FOR NOV. 7 


In filing the application for increased 
rates, Mr. Bradley informed the Council 
that the company is not earning a suffi- 
cient return under the 7-cent fare, due 
to the jitney competition, and that the 
outlook is exceedingly gloomy unless 
the city takes immediate action and 
stops the operation of jitneys in compe- 
tition with the street cars. The trac- 
tion company two weeks ago asked the 
city to take action to stop the operation 
of the jitneys on all lines except two 
that are not in competition with the 
street cars. This question was passed 
on to the voters to be decided at the 
general election on Nov. 7, and the trac- 
tion company then filed application for 
increased fares. 

In presenting this application, Mr. 
Bradley informed the City Council that 
all improvements, betterments and ex- 
tensions already begun under the trac- 
tion company’s program to spend $1,- 
200,000 on improvements within a year 
had been stopped, and that the company 
is now without funds or credit and that 
it is impossible for it to continue the 
improvements promised. Last January 
the Houston Electric Company was 
granted a fifteen-year extension of its 
franchise after extended negotiations 
with the city, at the end of which a 
compromise agreement was effected 
under which the traction company 
agreed to spend $1,200,000 in extensions 
and improvements. This program had 
already been started and it is estimated 
that approximately $700,000 of the $1,- 
200,000 had been spent. 


IMPROVEMENT PROMISE MADE 
IN Goop FAITH 


Mr. Bradley said that the traction 
company made its agreement with the 
city in good faith, believing that it could 
re-establish its credit, but that it had 
found this impossible in the face of the 
jitney competition. The jitneys, he said, 
had so reduced the earnings of the trac- 
tion company that it not only cannot 
re-establish its credit, but that the com- 
pany is now faced with bankruptcy. 


The City Council acted on the trac- 
tion company’s application by asking 
the management for a more detailed 
statement of its operation under the 7- 
cent fare, by which it was shown that 
its net earnings during the six months 
of such operation had been only $20,000. 

Commissioner T. L. Waugh first:made 
a motion that the city take over the 
street car properties, unless work was 
resumed at once on the program in- 
volved in the expenditure of the-$1,200,- 
000 promised, and that the city con- 
tinue to operate the system until some 
person competent to operate it properly 
could be found. This motion was lost, 
however, for want of a second. 

Mr. Bradley informed the City Coun- 
cil that the information asked would 
be submitted within a few days. In- 
formation asked by the Council covers 
the following points: Amount spent on 
extensions and improvements since the 
franchise was extended last January; 
the kind of service furnished before and 
since the extension; schedules followed 
by ears on all lines; number of passen- 
gers carried in August and January, 
1921, and the number carried during the 
corresponding months in 1922; what 
number of fares was full fares, what 
number half fares and what number 
transfers. 


Selma Plans Weekly Pass 


The Selma (Ala.) Electric Railway 
plans soon to put into effect the weekly 
pass plan whereby for $1 one can enjoy 
an unlimited number of rides for one 
week. The pass on sale at Ward’s 
drug store and with all the motormen 
is made to bearer but may be used by 
anyone holding it. 

Managing Director Mallory in a 
statement about the installation of the 
pass says that more traffic is needed to 
keep the cars running and that Selma’s 
prosperity and progress depend a good 
deal upon the electric railway. 

The pass is to be a thirty-day ex- 
periment. If it meets with success the 
sale, of weekly tickets will continue, 
according to Mr. Mallory. 


Gain in Traffic Reported Since 
Lowering of Fare 


The Louisville (Ky.) Railway, since 
reducing ticket fares to 6 cents, is 
using a plain envelope for packing, 
instead of the former receipt en- 
velopes used while the suit was pend- 
ing. The same form of metal token 
is used, these selling at six for 30 
cents, wwhenens they were formerly six 
for 35 cents, the cash and ticket fare 
having been the same. 

Since reduction of fare to 6 cents it 
is reported that a substantial gain has 
been shown in the number of persons 
riding. 


Rehearing on Injunction Denied 


Motion for rehearing in the suit for 
injunction to restrain the Dallas (Tex.) 
Railway from collecting a 6-cent fare in 
Dallas was denied by Special Judge 
John W. Pope, who heard the original 
petition and denied the injunction 
sought by W. S. Bramlett et al. Judge 
Pope sustained the general demurrer of 
the traction company, which set forth 
that the action properly should be 


brought against the city and not | 


against the traction company, that the 
6-cent fare ordinance was 
passed by the city, and that the city had 
full authority to enact such an ordi- 
nance carrying the emergency clause 


-and not refer the fare increase to a 


referendum of the voters of the city. 

The railway set forth in this de- 
murrer, filed by Joe A. Worsham, 
attorney for the company, three points 
on which it sought to controvert the pe- 
tition for injunction. These are: First, 
whether the franchise granted by the 
city of Dallas to J. F. Strickland and 
C. W. Hobson in 1917 constitutes a 
binding contract between the traction 
company and the city; second, if this 
franchise is not a binding contract, then 
the City Commission has the right under 
its authority to prescribe a set of rates 
of fares to be charged differing from 
that set forth in the franchise, and 
third, whether the fare increase ordi- 
nance, adopted by the City Commission 
on June 24 of this year, is subject to 
referendum under the city charter of 
Dallas. 

In sustaining the demurrer and ex- 
plaining his attitude on the questions 
raised, Judge Pope said that precedent 
set in other cases involving the ques- 
tion of whether a franchise granted by 
a city to a utility is a binding contract 
had established the fact that utilities 
holding such franchises may go into 
Federal court or state court and obtain 
an increase in rates or fares, if the 
returns show that such fares or rates 
as already fixed afford an inadequate 
return on the invested capital and for 
the service rendered. With such 


precedent Judge Pope held that the_ 


City Commission was acting within its 
authority when it originally granted 


an increase in fares, and was still with- 


in its authority when on June 24 it 
passed an ordinance extending such 
fare increase for a period of one year. 
Such ordinance, Judge Pope held, is not 
subject to referendum provision of the 
charter. 

Mr. Bramlett gave formal notice of 
appeal for the Fifth Court of Civil Ap- 
peals when his motion for rehearing 
was denied. 


Opposes One-Man Cars 


The Salt Lake Federation of Labor 
is opposing the plan of the Utah Light 
& Traction Company to place one-man 
cars on its light traffic lines in Salt 
Lake City.- The organization has 
passed resolutions demanding if the 
company use such cars it return to a 
5-cent fare instead of the 7-cent fare 
now in effect. 
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Commission Fixes Fares 


New York State Railways Must Lower 
Syracuse Rate—Utica Fare 
Goes Up One Cent 


The Public Service Commission has 
ordered a reduction in fare on the New 
York State Railway lines in Syracuse 
from 8 cents to 7 cents. This fare will 
be effective for a period of six months 
commencing Oct. 1 next and until the 
further order of the commission. 

The 8-cent fare with four tickets for 
29 cents was established by order of 
the former Public Service Commission 
of the Second District on April 19, 
1921, and became effective shortly after 
that date. Against this rate, asserting 
that it was unjust and unreasonable, 
the city of Syracuse through its Mayor, 
Harry H. Farmer, on Dec. 15, 1921, filed 
a complaint with the commission. Hear- 
ings have been held at which a large 
amount of testimony and numerous 
exhibits have been presented by the 
parties. The case was submitted on 
briefs, the reply brief of the city being 
filed on Sept. 3, 1922. 

In its finding the commission con- 
cluded that the company was entitled 
to an 8 per cent return, which in the 
opinion was a reasonable average re- 
turn to the company upon the value of 
its Syracuse lines. On the other hand, 
the commission found that the $774,152 
which represented the income available 
for return gave a return to the com- 
pany of 8.54 per cent on $9,038,050, 
which the commission allowed on this 
property. According to the commis- 
_ sion’s finding this exceeds a fair return 
and the 8-cent fare complained of was, 
therefore, considered unreasonable and 
unjust. 

In concluding its order the commis- 
sion reviewed some facts about passen- 
ger traffic since November, 1918, when 
the 6-cent fare went into effect. The 
- commission said: 


When the 6-cent fare went into effect in 
November, 1918, there was a falling off in 
passengers during the following year of a 
trifle less than 10 per cent. In the year 
ending March 31, 1920, there was a mate- 
rial increase and in the year ending March 
31, 1921 (the 6-cent fare continuing), the 
largest number of passengers in the history 
of the company was carried. In April, 
1921, the 8-cent fare went into effect and 
the traffie fell off in the year ending March 
31, 1922, about 20 per cent. For the year 
ending July 31, 1922, there was a general 
decrease of passengers of nearly 200,000. 

The general industrial depression com- 
menced in Syracuse in September, 1920, 
and continued to March, 1922, before relief 
therefrom was apparent. This undoubtedly 
had a considerable effect upon passenger 
traffic. As a further cause of reduction in 
traffic the company assigns the increased 
use of automobiles. It showed an increase 
in the count of Onondaga of 2,500 automo- 
biles in the past year. The increase of fare 
and these other causes undoubtedly com- 
bined to decrease passenger traffic. The 
automobile will continue without question 
to affect it to a considerable extent, particu- 
larly during summer months. With a res- 
toration of business, with a reduction in 
rate, we have estimated that the number 
of full fare passengers for the coming year 
will be at least 33,199,000. Dividing the 
cost of service, $2,309, 842, by this number 
of passengers gives an average rate of fare 
of 6.96 cents, or substantially 7 cents. 


At the same time as it ordered fares 
reduced in Syracuse the commission 
authorized the New York State Rail- 
ways to increase its rate of fare in 
Utica from 6 cents to 7 cents. |The 


| 


increase in Utica is temporary pending 
determination on the application of the 
company for a 10-cent fare. The ap- 
plication for the 10-cent fare was made 
two years ago and was denied by the 
commission. The company took the 
matter to the courts and the Appellate 
Division of the Supreme Court re- 
manded the case to the commission for 
further consideration. 


Paducah Added to Weekly 
Pass Users 


And now the unlimited-ride trans- 
ferable weekly pass has penetrated Old 
Kentucky. On Aug. 28, the Paducah 
Railway put on the pass at $1 a week 
without disturbing the 10-cent cash and 
two for 15 cents ticket fares. A vigor- 
ous and varied publicity campaign, in- 
cluding car cards, advertising car, 
painted signs, speeches and newspaper 
copy: was carried out by Alfred S. 
Nichols, manager, with such success 
that within the first four weeks about 
25 per cent of the revenue was coming 
from purchasers of the pass. 


‘Transportation 


News Notes 


One-Man Cars in Operation.—The 
Public Service Railway, Newark, N. J., 
is running one-man cars on its Moores- 
town branch. 


To Know the Routes by Night.—Col- 
ored lights will indicate the routes of 
cars operating at night on city lines of 
the Wisconsin Public Service Com- 
pany. This innovation was the result 
of the printed signs not being read 
easily. 

-More Trains in Service.—The Inter- 
borough Rapid Transit Company and 
the Brooklyn Rapid Transit Company, 
both of New York, have increased their 
service by 214 trains in accordance 
with the Transit Commission order 
which became effective on Sept. 25. 
Reports of inspectors of the commis- 
sion showed that seats were provided 
for nearly all local passengers during 
the non-rush hours on both the Inter- 
borough and Brooklyn Rapid Transit 
cars. 


Freight Rates Reduced—New class 
and commodity rates on freight over 
the lines of the Boise Valley Traction 
Company, Boise, Idaho, went into effect 
on Aug. 28. Reductions are made in 
practically all classes of freight, This 
action is voluntary on the part of the 
company. An idea of the reduction is 
afforded by a comparison of the new 
and old charges in class No. 1. The 
new rate for class No. 1 is 25 cents for 
100 lb. from Boise to Mampa: The old 
rate was 31% cents. 

Popularizing the Pass.—The Puget 
Sound Power & Light Company, 
Everett, Wash., is employing daily 
newspaper advertising in an effort to 


popularize the use of the $1 weekly 
pass recently instituted on the Everett 
railway lines. A recent “ad” suggested 
the use of the pass in the taking of 
self-improvement courses at the Y. M. 
C. A., Y. W. C. A., Commercial or night 
schools. It also called attention to the 
various public entertainments in the 
city, urging the free use of the pass. 


Petition for Lower Fares.—Mayors 
and City Councils of Shawnee and 
Tecumseh, both in Oklahoma, have 
petitioned the Corporation Commission 
of Oklahoma to order reductions in 
fares charged in the two towns and also 
to order reduction of the fare between 
Shawnee and Tecumseh on the Inter- 
urban line. The Shawnee Traction 
Company operates the lines. Fare in 
the towns has been raised to 7 cents 
and the interurban fare between the 
two towns ‘to 15 cents with the under- 
standing at the time that the traction 
company would make certain improve- 
ments. The petition to the Corporation 
Commission sets forth that the 
promised improvements have not been 
made and the commission is asked to 
order reductions in the fares. Date 
for hearing has not been fixed. 


Suspends Freight Abandonment.— 
Schedules which the International Rail- 
way, Buffalo, N. Y., filed with the Pub- 
lic Service Commission, effective on 
Sept. 25, previding for abandoning its 
freight and express service, have been 
ordered suspended by the commission 
until Dec. 30. A hearing will be held 
before the commission and a continua- 
tion of the present service will follow 
until there is a determination of the 
case by the board. The commission in 
its order holds that the rights and in- 
terests of the public may be injuriously 
affected by cancellation of this service. 
The International Railway operated a 
joint express or freight service with the 
Rochester, Lockport & Buffalo Railway, 
the Empire State Railroad, the Auburn 
& Syracuse Electric Railroad and the 
Rochester & Syracuse Railroad. A 
large express and freight station is 
operated by the company in its Main- 
Virginia Street carhouse. 


Will Make Local Stops in Lockport.— 
J. D. Nailor, general manager of the 
Rochester, Lockport & Buffalo Railway, 
Rochester, N. Y., has advised Mayor 
Ernest B. Crosby of Lockport that he 
has issued orders for the crews of its 
interurban cars to make all local stops 
in the city of Lockport to receive and 
discharge city passengers. The Lock- 
port municipal authorities recently 
notified the company that its franchise 
would be revoked if it failed to carry 
Iccal passengers. Since July 1, when 
the strike on the local and interurban 
lines of the International Railway, Buf- 
falo, N. Y., went into effect, employees 
of the Rochester, Lockport & Buffalo 
Railway have refused to make local 
stops in Lockport to carry local pas- 
sengers. The Rochester line operates 
over the local tracks of the Interna- 
tional in lockport. The Rochester 
crews refused to stop in sympathy with 
the strikers on the International lines, 
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John I. Beggs 


Friends of the Nestor of the Industry 
Pay Him Tribute on Seventy-fifth 
Birthday Anniversary 


There is always work for willing 
hands to do. John I. Beggs discovered 
this truism when he was seven years 
old. He is still willing and he is still 
working. He has been working for 
sixty-eight years. Just now he is doing 
his business bit as president of the 
Milwaukee Electric Railway & Light 
Company. This is not Mr. Beggs’ only 
business interest, but it is his business 
hobby. Every day he is on the job 
actively administering the affairs of 
this company, one of the most success- 
ful public utilities in the United States. 

Just a few days ago about 100 
friends and associates of Mr. Beggs 
from all over the United States gath- 
ered at his home on Beggs Isle, Ocono- 


J. I. Beecs 


mowoc, to celebrate the seventy-fifth 
anniversary of his birthday. It was, 
indeed, a gala occasion. Among those 
who attended was a delegation from 
Mr. Beggs’ own company. They pre- 
sented Mr. Beggs with a sterling silver 
water pitcher. This he prizes very 
highly as coming from the men and 
women among whom he has worked so 
long, but he prizes no less highly the 
silver loving cup engraved with the 
names of the directors of the North 
American Company and the sterling 
silver tea set and tray from the offi- 
cers of the Wisconsin Securities Com- 
pany, of which Mr. Beggs is a director. 
Mr. Beggs is also preserving carefully 
a sheaf of letters and a bundle of tele- 
grams from associates and friends con- 
gratulating him. 

The little party to Mr. Beggs was an 
extraordinary tribute to an extraordi- 
nary man. The question that was asked 
was how Mr. Beggs felt about it. 
Surely he must, according to the news- 
papers, have a message for the public. 
What was it? Well, just this: “Don’t 
worry—work—and stick.” The news- 
paper men who talked with Mr. Beggs 


went back with this bit of philosophy: 
“Never fret. Work hard, persevere 
and have endurance. Hard work, if 
the work be congenial, has never killed 
or harmed any person.” There is 
summarized the personal philosophy of 
the former president of the American 
Electric Railway Association. 

Even among Mr. Beggs’. associates 


and in the industry of which he has so’ 


long been a part, it is a mighty long 
stretch from the’ kindly banker, rail- 
road man and car builder—for Mr. 
Beggs is each of these—of the present 
day to the fatherless lad of seven years 
working in a brick yard. Yet the man 
is only the boy grown up. A volume, 
indeed, several volumes, might be writ- 
ten about the business activities of Mr. 
Beggs. It is impossible here to do 
more than note some of the outstanding 
events in that career. He was born in 
Philadelphia, Sept. 17, 1847. He or- 
ganized a company and built the first 
electric light and street railway system 
in Harrisburg, Pa., almost forty years 
ago. He built two great electric power 
plants for the New York Edison Com- 
pany in 1887. He built and reorgan- 
ized electric service plants in other 
cities. He appeared in Milwaukee in 
the early ’90s as an expert in a famous 
3-cent fare controversy between the 
electric company and the city and later 
returned to reorganize the properties. 

Mr. Beggs was 50 years old when he 
tackled his big job in Milwaukee. At 
sixty he was a director of the largest 
bank in Wisconsin and at sixty-four 
owner and president of the St. Louis 
Car Company. At seventy he helped 
organize and accepted the presidency 
of the huge new rolling mills located 
just outside of Milwaukee. 

In 1911 Mr. Beggs went to St. Louis, 
where he had acquired control of the 
St. Louis Car Company. While still 
president of this company he returned 
to Milwaukee in 1919 again to assume 
the presidency of the Milwaukee Elec- 
tric Railway & Light Company. 

That is the tabloid record. It isn’t 
intended to be complete. The man of 
active affairs, however, will be quick to 
appreciate the romance concealed be- 
tween these lines and also will be 
quick to realize the burdens which were 
imposed in managing all these different 
undertakings. It would seem that there 
is no one anywhere in the electric rail- 
way industry in the United States to 
whom the title Nestor might more fit- 
tingly be applied than to Mr. Beggs. 


Thomas Lees Resigns 

Thomas Lees, manager of the Lowell 
district of the Eastern Massachusetts 
Street Railway, has resigned, effective 
Sept. 30. Maurice E. McCormick, man- 
ager for the past year of the Salem 
district, will succeed Mr. Lees, who will 
remain in an advisory capacity until 
Nov. 1. Mr. Lees was president of the 
New England Street Railway Club. 


“Making the Grade” 


Remarkable Record of Achievement 
Made by.W. B. Yereance in Re- 
habilitating New York Lines 


“Making the Grade.” This is the 
title of a department in the New York 
Globe that has attracted great atten- 
tion. It is devoted to recording extraor- 
dinary personal achievement. Fortu- 
nate, indeed, is the individual whose 
attainments are recited therein. Al- 
though the term ‘Making the Grade” 
has been appropriated from railroad 
work, few if any railroad men have 
made the grade—in the sense that the 
Globe uses the expression. The reason 
is that spectacular success is not very 


“often possible to the railroad man. The 


two do not go together. The railroad 
man must remain content with the 
knowledge of work well done. He may 
make the grade, but no Boswell is at 
his elbow to tell the public about it. If 
any railroad man ever made the grade, 
that man is W. B. Yereance, whose res- 
ignation from the Eighth and Ninth 
Avenue Railroads was recorded in the 


‘Electric Railway Journal for Aug. 16. 


W. B. YEREANCE 


Mr. Yereance as chief engineer and 
general manager did some extraordi- 
nary things with these lines, cast adrift 
from the rest of the New York Rail- 
ways system. It was more than a case 
of bringing order out of chaos. Bring- | 
ing order out of chaos implies that you — 
have chaos with you as a starting point. 
It was worse than chaos that Mr. 
Yereance encountered on taking over 
these lines. He did have a railroad and 
a few cars as a foundation, but beyond 
this there were none of the other 
ordinary railroad attributes. There was 
no source of power within the lines 
themselves and there were no shops | 
and no carhouse facilities. Moreover, © 
there was the 5-cent fare and no hope 
of escape from that rate. Worse yet, 
there was no organization with which 
to work. All this bothered Mr. Yere- 
ance, but it didn’t dishearten him. 

The work upon which Mr. Yereance 
entered in July, 1919, has been an al- 
most truly creative task. It involved 
developing an organization, planning 
the work of each department, co-ordin- 
ating the functioning of all and estab- 
lishing a valuable morale. All this was 


-cal extension and L 
~new operating terminal at 155th Street, 


September 30, 1922 
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preliminary to acquiring the necessary 
facilities, improving the public rela- 
tions, ete. Of all this work Mr. 
Yereance was both designer and execu- 
tive—wisely so, as thereby authority 
and responsibility were centralized. 
There have already been published in 
the Hlectric Railway Journal several 
articles on the improvements effected in 
these properties and there will shortly 
be printed another, on what is probably 
the largest and most important physi- 
improvement, the 
now well along toward completion 
under present plans. 

Mr. Yereance brought to this work a 


consistent training and wide experience 


gained in work which ranged in geo- 
graphical location from Massachusetts 
to Nebraska and from Illinois to Texas. 


- He was graduated in 1888 as a me- 


later on the erecting floor. 


chanical engineer from Stevens Insti- 


tute of Technology and he went directly 


to the Dickson Locomotive Works as 
machinist, first in the tool room and 
His next 


work was with the New York Central 


& Hudson River Railroad as inspector 


of coal and locomotives—Transporta- 


tion Department. Then for two years 


he was instructor and acting dean and 


ties. 


registrar School of Civil Engineering, 
New York University, coincidently in 
private practice with the late Charles 
B. Brush on municipal utilities. For 
the next two years he was assistant to 
the general manager and chief engi- 
neer Brooklyn Elevated Railroad. 

For the next four years Mr. Yere- 
ance was on the staff of the general 
superintendent of the West Shore Rail- 
road with special way, traffic and 
transportation duties, principally en- 
gineering, loss and damage claims and 
freight handling and movement from 
receipt to delivery. He was next pro- 
moted to be executive secretary to the 
vice-president and general manager of 
the West Shore Railroad, vice-president 
C., C. C. & St. Louis and other. rail- 
roads, where his work was mainly 


transportation, financial and account- 


ing. He continued in these capacities 
until the New York Central assumed 


the direct operation of the West Shore. 


For the next three years he was assist- 
ant to the general superintendent of 


_ the Brooklyn Heights Railroad (operat- 
ing organization of the B. R. T. Sys- 


tem, both elevated and surface divi- 
sions), coincidently secretary of the 
New York Railroad Club. : 

Then for seventeen years he was a 


consulting engineer and operator of 


public utilities properties, for seven 
years of which he was employed ex- 
clusively in work of this character for 


two large firms of general practitioners. 
During this extended peried he exam- 


ined and made reports on steam and 
electric roads’ construction projects, 
proposed consolidations, extensions and 
purchases and betterment and exten- 
sion requirements of existing proper- 
In addition he was retained to 
study valuation problems and to pass 
upon questions of operating efficiency, 
} anagement, etc. He also gave expert 
testimony in many important cases. 


a 


Manufactures and the Markets 


DISCUSSIONS OF MARKET AND TRADE CONDITIONS FOR THE 
MANUFACTURER, SALESMAN AND PURCHASING AGENT 


ROLLING STOCK PURCHASES 


BUSINESS ANNOUNCEMENTS 


Extensive Improvements in Union 
Traction Power Facilities 


Extensive changes in the power and 
transmission equipment of the Union 
Traction Company of Indiana, Ander- 
son, Ind., are in progress and may be 
completed within two months. High 
tension lines are being installed be- 
tween Muncie and Selma, on the Mun- 
cie-Union City division, and between 
Muncie and Eaton, on the Muncie- 
Bluffton division. The power plants at 
Winchester and Eaton are to be shut 
down and much of the equipment sold. 
Power to supply the lighting plants sit- 
uated on these lines will in future be 
brought from the central power plant 
at Anderson. 

At the Anderson plant two 400 hp. 
Edgemoor boilers, with Foster super- 
heaters, Diamond soot blowers, Green 
chain grates and B. & W. water boxes 
are to be removed and sold, to be re- 
placed with boilers of the same make, 
but of 600 hp. capacity. The equipment 
to be sold from the Eaton and Winches- 
ter plants consists of two 500-kw. cross 
compound condensing Buckeye engines, 
direct connected to Westinghouse a.c. 
380 volt 25 cycle generators; two 500 
kw. Cooper Corliss cross compound 
condensing engines, direct connected to 
Westinghouse 380 volt 25 cycle a.c. 
generators. The engines are equipped 
with surface condensers and circulat- 
ing and vacuum pumps, also generator 
and exciter switchboard panels. Other 
miscellaneous equipment to be sold 
ineludes four 30 kw., 110 volt d.c. ex- 
citers, driven by Buckeye and Ridgeway 
simple engines, four 250 and three 300 
hp. Stirling boilers and appurtenances. 

After the changes have been made 
the generating equipment in the Ander- 
son power plant will consist of five 
1000-kw. Rice & Sargent cross com- 
pound, condensing engines, direct con- 
nected to Westinghouse 380 volt, 3 
phase, 25 cycle a.c. generators, two 1500 
kw. G. E. high pressure turbines, with 
880 volt, 3 phase, 25 cycle generators 
and one 2500 kw. Westinghouse low 
pressure turbine and Westinghouse 38) 
volt, 3 phase, 25 cycle generator. 

In the boiler room will be six 600 hp. 
B. & W. boilers and ten 400 hp. B. & W. 
boilers; the 600 hp. boilers will be 
equipped with Taylor underfeed stokers, 
while the 400 hp. boilers will be 
equipped as heretofore with chain grate 
stokers. There are in use two feed wa- 
ter heaters, one a 7,000 hp. Cochrane 
metering heater, the other a 7,000 hp. 
open heater. 

The water for boiler purposes is 
treated with an International intermit- 
tent system, consisting of two 90,000 
gallon tanks and filters with the neces- 
sary pumps. There is also a 15,000 gal- 
lon elevated water tank for house sup- 


ply. ‘The boiler feed pumps consist of 
one 1,500 gal. per min. Mid-West En- 
gine Company’s centrifugal pump and 
turbine, one 500 gal. per min. pump, 
same make, one cross compound duplex 
Worthington pump and two 8-in. du- 
plex, single, Blake pumps. These are 
for fire protection, one 500-gal. and one 
750-gal. Worthington fire pumps. 

This plant will supply power for the 
entire Union Traction System after the 
changes have been made, through 
twenty-nine converting substations and 
the transformers in forty towns to 
which power for industrial and domestic 
use is supplied. 

To supply power to the lines hereto- 
fore supplied from Eaton and Winches- 
ter will require stepping down the volt- 
age at the Muncie substation from 
33,000 volts to 16,000 volts and for this 
purpose four 400-kva. transformers will 
be used. Two 25,000-volt oil circuit 
breakers have also been ordered for 
installation in these lines for protec- 
tion, also a full complement of lighting 
arresters and disconnect switches. The 
additional load will be taken care of at 
the Anderson power plant by the in- 
stallation of four 1,000-kva. water- 
cooled Westinghouse transformers. 


W. S. Rugg Appointed General 
Sales Manager 


W. S. Rugg, assistant to the vice- 
president, has been appointed general 
manager of sales of the Westinghouse 
Electric & Manufacturing Company. 
The position of general sales manager 
is a new one in the Westinghouse 
Electric Company. 

Mr. Rugg was born in Broadhead, 
Wis., and was graduated from Cornell 
University. He became identified with 
the Westinghouse company in 1892 and 
three years later was transferred from 
Pittsburgh to the Chicago office as dis- 
trict office engineer. 

While engaged in this position, Mr. 
Rugg attracted the attention of the 
manager of that office, who decided that 
Mr. Rugg would make an excellent 
salesman. Quite contrary to the lat- 
ter’s own ideas on the subject, the man- 
ager forced Mr. Rugg into selling with 
results that pleased the manager and 
very much surprised Mr. Rugg. 

In 1901, Mr. Rugg was transferred 
te the New York Office as special sales 
engineer and in 1909 was made mana- 
ger of that office. In 1917, he was 
transferred to the East Pittsburgh 
works and made manager of the rail- 
way department. Shortly after, he be- 
came manager of the Marine Depart- 
ment also. During his administration 
of the railway department, started 
when the industry, due to the war, was 
at its lowest ebb, the most constructive 
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work of the department of any previous 
period was accomplished. 

His success in the railway depart- 
ment resulted in his promotion in 1920 
to assistant to Vice-President Shute, in 
charge of sales. His duties in this posi- 
tion gave him special jurisdiction over 
negotiations and district office personnel 
and especially fitted him for the gen- 
eral sales managership. 


Car Works Injured by Fire 


The wood mill and the cabinet and 
erecting shop of the Perley A. Thomas 
Car Works at High Point, N. C., were 
destroyed by fire on Sept. 19 with a loss 
of cars and equipment amounting to 
about $225,000. The company expects 
to have a new building erected at once 
and be ready for operation in about 
sixty days. 


Car Building Active 


The United States Department of 
Labor, through the Bureau of Labor 
Statistics, compiles monthly figures of 
employment in representative indus- 
tries. Among these is that of car 
building and repairing, in which the 
conditions in seventy-two establish- 
ments are canvassed son The fig- 
ures follow: 

Expenditure on payroll in July, 1922, 
$2,184,427; in August, $2,685,339. This 
is an increase of $550,912, or 25.8 pér 
cent. 


Foreign Trade Handbook Issued 


An exceptionally usable foreign com- 
merce handbook has just been issued by 
the Foreign Commerce Department of 
the Chamber of Commerce of the 
United States. Within the space of 
thirty-one pages this publication con- 
denses a mine of information as to 
sources of service in foreign trade. Its 
alphabetical arrangement makes it a 
handy reference work for the busy ex- 
porter or importer. The book contains 
also a list of the topics of national im- 
portance that are engaging the atten- 
tion of the National Chamber’s Foreign 
Commerce Department Committee un- 
der the chairmanship of Willis H. 
Booth of New York. As the first publi- 
cation of its kind the handbook meets a 
distinct need in foreign trade and 
industrial circles. 


Metal, Coal and Material Prices 


Metals—New York Sept. 26, 1922 
Copper, electrolytic, cents perlb........ 14.00 
15.625 


gop wire an cents perlb.......... 


Lead, cents per lb 6.375 

Zinc, cents per Ib 7.225 

Tin, ‘Straits, cents perlb...... 0c sagen 32.50 

Bituminous Coal, f.o.b. Mines 

Smokeless mine run, f.o.b. vessel, Hamp- 

ton Roads, gross tons................ $8.075 

Somerset mine run, Boston, net tons..... a7 

Pittsburgh mine run, Pittsburgh, net tons 4.50 

Franklin, [ll., screenings, Chicago, net tons 4.125 

Central, Ill., screenings, Chicago, net tons 3.375 
’ Kansas screenings, Kansas City, net tons 2.625 


Materials 
pty irk pote wire, N. Y., No. 14, per 
‘ ee eect: Cio Mae ey oy 2 
Weatherproof wire base,N.Y.,cents per lb. 1 
Cement, Chicago net prices, without bags $ 
Linseed oil (5-bbl.lots), N.Y.,centspergal. 91. 
White lead,{100-Ib. keg), N.Y.,cents per Ib. 1 
Turpentine, (bbl. lots), N.Y., per gal..... $ 
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Rolling Stock | pa 


Jacksonville (Fla.) Traction Company 
through Manager Ingles has declared 
that the aim of the company is to equip 
every line in the city with the new one- 
man cars. 


Louisville (Ky.) Railway has placed 
a contract with the National Safety 
Car Equipment Company, St. Louis, 
for fifty-five one-man type safety cars, 
which will be built in the plant of the 
Cincinnati Car Company, deliveries to 
start shortly. These cars will be of 
the single-truck type, equipped with 
General Electric motors of 25 hp., one 
on each axle, or two to the truck. The 
control will be General Electric. West- 
inghouse traction airbrakes are speci- 
fied. Double doors will be provided at 
the front, for exit and entrance, along 
with the pay-as-you-enter fare fea- 
ture. The company will also rebuild 
thirty cars in its own shops. These, 
added to the sixteen now in operation 
on the Brook Street lines, and fifty-five 
to be purchased, will give the company 
101 safety cars of the one-man type. 
Five lines are to be equipped with this 
type of car. 


Track ud Rondeny 


Washington Railway & Electric Com- 
pany, Washington, D. C. has received 
permission to install single overhead 
trolley wires in place of double wires 
on several of its suburban lines. 


Jacksonville (Fla.) Traction Com- 
pany has completed the double tracking 
from Orange to Eighth Street. The 
company has spent $75,000 as its share 
in the straightening of Main Street. 


New Orleans Railway & Light Com- 
pany, New Orleans, La., promises a 
most radical physical change to the 
properties in connection with the New 
Orleans reorganization. The change is 
that of altering the gage on the St. 
Charles, Tulane and North Claiborne 
lines to conform with that on other 
city routes. For many years local car 
service has lacked elasticity for the 
reason that there could not be an ex- 
change of cars between those two track 
systems, and, of course, no rerouting 
that involved any such community of 
trackage. The cost of making the 
change will run into the hundreds of 
thousands of dollars but calculations 
made indicate that the outlay would be 
returned in due time with a good profit 
by making the system uniform. 


Pawan Bone ion 
and Buildings 


Louisville (Ky.) Railway, through 
President Barnes, has stated that it 
was not in a position as yet to give 
out any information concerning just 
what would be done in connection with 
plans for improving the riverside power 
plant. The company is _ planning 


the company. 
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eventually to pass up its old plant on ~ 
Finzer Street. This will result in a 
great saving in the item of water alone, 
as the newer plant is right on the 
riverfront. The company is erecting 
an additional smoke stack at the river- — 
side plant now. 


Trade Notes 


Power Specialty Company, New York, 
N. Y., announces the appointment of © 
Pell W. Foster, Jr., as New England 
district manager with offices at 50 Con- — 
gress St., Boston. Mr. Foster was for- © 
merly in the New York sales office off 
National Railway Appliance Company, 
New York, N. Y., has no intention of — 
moving its offices from its present quar- 
ters at 452 Lexington Avenue, New 
York City. The statement appearing — 
in the Electric Railway Journal, issue 
of Sept. 28, to the effect that the com- 
pany contemplated making a change 
was due to an error on the part of the — 
editors in which names were confused. 


Economy Electric Devices Company, — 
Chicago, Ill., recently received an order 
through the Westinghouse Electric & 
Manufacturing Company to supply 120 
1,500-volt, 300-amp. Economy meters — 
for locomotives that are being built for 
the Paris-Orleans-Mediterranean Rail- 
way of France. This is thought to be 
the largest single order for heavy ee) 
motive type watt-hour meters ever — 
placed. The Westinghouse company is _ 
to supply the complete control equip- 
ment for these locomotives, which are 
under construction in France. The 
company has also received an order for 
1,442 Economy inspection dial meters ~ 
completely to equip the United Railways, 
St. Louis, Mo. This order followed 
a general investigation of power-saving 
devices on several Eastern properties, — 
and two tests on its own lines involy- 
ing seventy-two meters, one to show 
probable savings and the other to 
show the effect on maximum demand. 
In the latter test the reduction in maxi- 
mum demand in the rush hour : 
within 1 per cent of the average all-ca 
per cent reduction in energy consump- 
tion. The United Railways will equip 
all cars, not only for energy measure- 
ment but also for car inspection. 
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Naw Advertising Litaentien 


Wagner Electric Corporation, i 
Louis, Mo., has issued a bulletin em: 
phasizing Wagner “Ability.” 

Climax Engineering Company, 
ton, Ia., has issued an eight-page bul- 
letin No. 1001 with illustrations of 
typical installations of climax engin 
in contractors’ machinery. ] 

The Electric Railway Equipmen 
Company, Cincinnati, Ohio, has issue 
a catalog entitled “Overhead Trol! 
Materials.” It contains a complet 
listing with illustrations of standar 
trolley suspension material, olley 
wheels, line section switches, ete. 
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